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as do without Ediphone Voice Writing 


because our Dictators have increased 


their business 


(From Edson Records of the 
World's Business) 


Before Voice Writing on the 
Ediphone was adopted by this 
department store, each Credit 
Department ‘‘dictator-secretary 
team”’ spent far more time writ- 
ing letters than was actually 
needed. Secretaries were forced 
to sit around, idle, while dicta- 
tors answered interrupting tele- 
phone calls and interviewed 
customers. Hours were wasted 
every week! And many credit 
letters were delayed—causing 
serious losses of money and 
good-will to the store. 
Interruptions 
no longer waste 
time! As soon as 
customers leave, 
dictators turn to 
their Pro-technic 
Ediphone “24- 


hour secretaries” 


(Protecting 





Ediphone 


capacity 25%!” 


and voicewrite, with the 
information fresh in mind. 
Everyone is free! There is no 
waiting for ‘dictation periods” 
. .. no needless duplication of 
effort. Due to Ediphone avail- 
ability, more letters are written 
.. . better letters . . . and all of 
them get out ontime! Thestore’s 
assistant credit manager attrib- 
utes a 25% increase in dictator 
business capacity to Ediphone 
Voice Writing. 

Voice Writing guarantees a 
20% to 50% increase in busi- 
ness capacity to any organiza- 
tion. Edison will prove this to 
you, without ob- 
ligation. Tele- 
phone The Edi- 
phone, Your 
City. Or write to 
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HONDURAS, NICARAGUA, EL SALVADOR 
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EXPORTERS, IMPORTERS, 
FORWARDERS 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 





A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 
States, Canada, Germany and Central Europe. 


1. Advice, free of charge, is given te shippers and im- 
porters regarding freight traffic and tariffs ef Ger- 
many and all countries adjoining Germany. 

2. Infermation may be applied for free of charge re- 
garding favorable transportation opportunities from, 
to, and in transit through Germany. 


3. Irregularities in freight traffic with Germany, as far as 
it concerns routes via the German Railroad Company, 
are investigated en application. 

4. Furtherance of effective mutual traffic connections by 


observation of freight traffic in order to establish 
actual demands. 





While all information is given free of charge, it is | 
pointed out again that this bureau does not handle any | 
forwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 
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GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD POLICY 


E think we detect, in the address of R. V. Fletcher, 

vice-president and general counsel, Association of 
American Railroads, in Chicago this week (elsewhere 
in this issue) a more aggressive and outspoken tone than 
in the past in the matter of unfair competition; whether 
this is personal to Mr. Fletcher or represents a policy 
of the railroads, we do not know. 

Now that Congress has enacted legislation for the 
reguiation of the motor trucks and the new law is about 
to become effective, the railroads, as represented by Mr. 
Fletcher, no longer, of course, talk about equalization 
of regulation in that respect; now the burden of their 
attack is on other forms of unregulated competition and 
on the “subsidization” of these forms and the motor 
trucks as well. That is natural, logical, and sound, and 
we are objecting neither to the policy nor to aggressive- 
ness in its prosecution. The way to fight is to fight. 

But we note that, in all Mr. Fletcher said, there 
was not a single thing indicating that the railroads 
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themselves propose to do anything to meet the financial 
emergency confronting them. There was, to be sure, 
something of history as to what has been done by them 
and a good deal of complaint as to what has been done 
and is being done and threatened to them—all true and 
proper—but not an indication that the railroads have 
in mind any drastic reforms or changes to propose, not- 
withstanding the organization of which Mr. Fletcher is 
an officer, set up with loud acclaim as a bold effort to 
accomplish just such things. At first, attacks on or 
criticisms of it were met by the objection that it should 
have a chance. It has had that chance and is doing 
nothing, or next to nothing, so far as the naked eye can 
determine. 

If the forces about which they complain prevail 
against the railroads, they will have not only those 
forces, but themselves to blame. They are still emulat- 
ing the football team that points to its past honorable 
victories and meticulously—though properly—calls at- 
tention to every unfair ruling of the umpire and referee 
permitting the other side to score, but makes no touch- 
downs. Such a team wins no games and fails to arouse 
the sympathy of even a fair-minded crowd of spectators. 
Action is what is wanted, not only by the thoughtless 
multitude, but by the experts who know a football game 
or a football team when they see it. All that Mr. Fletcher 
says about the place of railroads in our economic system 
is wise and sound, but something more than defense 
tactics is necessary to give them that place. 





THE TRANSPORTATION ASSOCIATION 


HOUGH it is difficult to discover in the kind of 

“press releases” put out by the Transportation Asso- 
ciation of America, the immediate and prime object of 
that organization, we believe, is the scotching of the 
snake of government ownership. We have given it our 
editorial support and enrolled ourselves as members of 
it on that theory. We believe that support from other 
quarters is given for the same reason. Why the associa- 
tion is so almost secretive in its public announcements, 
concealing its definite purpose in a maze of language 
about “research” and “coordination,” is beyond us, if 
members and financial support are desired. 

This is not to say that the wider purpose of the as- 
sociation is not commendable and worthy of support, but 
merely to point out that dollars are usually obtained 
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from those who wish to give force to a definite movement 
for a definite object that appeals to them, and people do 
not throw up their hats nor, to any great extent, open 
their pocket books for research bureaus and economic 
studies. The research and the economic study, of course, 
are not to be neglected, if only to furnish a foundation 
for argument against the idea it is intended to fight, but 
the association seems to be doing its best to avoid strik- 
ing a popular chord in what it puts out. No doubt, in 
personal “selling” of the association, the fundamental 
idea of beating government ownership is stressed; why 
not do it in public propaganda? We cannot imagine 
railroad shopmen and farm workers contributing their 
dollars to set up a research bureau, however high-sound- 
ing the announcement of its purposes, but we can imag- 
ine them doing it to beat government ownership of trans- 
portation facilities. Certainly, if they will not do it for 
that, the association will have failed, to that extent. 

Not only is what we have said true about the man 
in the street, but it is true also of the “big business men” 
who are lending their efforts as’ well as paying their 
money to further the work of this new association. Look- 
ing about the table where the directors of the association 
were gathered for luncheon on the day of their meeting 
in Chicago this week, one saw a pretty good cross section 
of American business life—thirty or more leaders in all 
fields of endeavor. Why were they there? Because they 
realize that government ownership threatens and that 
they can and ought to do something about it. Of course, 
their motives are not altogether altruistic; they are sel- 
fish in that they are thinking what will happen to them 
and their business interests if what is feared happens to 
the railroads; but that is a justifiable selfishness, and, 
anyway, their interests happen, in this instance, to accord 
with the public interest. It is possible, of course, that a 
gathering of that kind might be brought together and its 
members induced to contribute their money for the set- 
ting up of a sort of transportation institute with only the 
wider purposes set forth in the press matter given out by 
the association, but it is not likely, and, whether likely or 
not, it is not the case in this instance. These men believe 
that government ownership is a menace and they are out 
to beat it. They believe, of course, that the economic facts, 
when and as developed, will justify them in their posi- 
tion, but in the developing of those facts they are actu- 
ated by that belief and hope. 

We are free to confess that, though we would sup- 
port a transportation institute conceived along general 
lines and properly conducted, without any specific im- 
mediate purpose, we would not get greatly excited about 
it. We would feel much as most people feel about the 
Constitution of the United States. There are organiza- 
tions for the promotion of study and understanding of 
the Constitution, but they have never attracted any great 
amount of attention or support, especially from the gen- 
eral public. People have admitted that the Constitution 
was a great document—without knowing whether it was 
or not—and that it ought to be supported, but they 
didn’t do much cheering or spend any money in admit- 
ting it. But when the Constitution is definitely attacked 
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—as it is being attacked now—then the man in the street, 
as well as the man behind the mahogany desk, begins t 
be interested and to try to find out whether what is be 
ing done is going to hurt him or not. Just so with the 
transportation situation. One may admit that there ough; 
to be proper economic studies and sound transportatioy 
‘policies, but he doesn’t cheer about it. But tell him that 
government ownership is threatened and what that means 
to him and he may do something. We are confident that 
this is what has inspired those who have already shown 
interest in the new transportation association and what 
must be relied on to inspire others. Why not be open, 
frank, clear, and aggressive? If the cause is just, such 
methods will “put it across.” If it is not just, it ought 
not to win anyhow. A man cheers and fights for the flag, 
but, though he approves of them thoroughly, he does not 
do that for the dictionary or the cyclopedia. 


LIGHT FREIGHT EQUIPMENT 
The Traffic World Washington Bureau 


Coordinator Eastman has made public a study covering 
light weight motive power equipment intended for use in con- 
junction with coordination of rail and highway transportation. 
The material included therein, while complete in itself, Mr. 
Eastman said, was to form a section of the appendix to the 
freight tariff report which will be issued shortly in three vol- 
umes. That report has been made public in sections at various 
times. 

The report of this study was prepared by the Coordinator's 
Section of Transportation Service and was largely the work of 
A. B. Cole. Cooperation was received from manufacturers of 
equipment described in the report, that is, steam, Diesel-electric, 
Diesel-mechanical and Diesel-hydraulic power cars and locomo- 
tives designed to utilize as far as possible appliances and ap- 
paratus already in commercial (but not necessarily railway) 
use, here or abroad, in such combinations or adaptations as 
would produce power equipment meeting the following general 
specifications: 

Speed, 60 miles an hour on straight level track, with two 
or more trailers in trains of gross trailing loads as high as 500 
tons; container car, double truck, steel or equivalent through- 
out, with control cab or engine room at one or both ends of 
unit, back of which, or between control cabs or engine rooms, 
will be a clear platform space, varying from 20, 29, 34 or 42 
feet for loading 2, 3, 4 or 5 containers, plus additional length for 
bumper and other A. A. R. requirements; locomotive, double 
truck, mechanical parts steel or equivalent, with control cab 
built in center of unit; containers to be transported in two 
general sizes, 8 ft. by 8 ft. by 10 ft., with capacity of 25,000 
pounds, tare 3,500 pounds, and 8 ft. by 8 ft. by 20 ft., tare 6,500 
pounds. 

Power cars were considered for this study, built to haul 
containers 8 ft. by 8 ft. by 10 ft., weighing, loaded, 28,500 pounds 
each with a tare weight of 3,500 pounds, placed transversely 
across the car width and four inches apart, making the con- 
tainer power car take the form primarily of a flat car with 
operating cab at one or both ends, depending on the character- 
istics of the service in which the car would be operated. 

The publication is profusely illustrated with drawings, pictures 
and graphs. 


CONDITION OF EQUIPMENT 


Class I railroads on September 1 had 285,320 freight cars 
in need of repairs, or 15.6 per cent of the number on line, 
according to the Association of American Railroads. This was 
an increase of 4,058 cars compared with the number in need of 
such repairs on August 1, at which time there were 281,262, 
or 15.3 per cent. 

Freight cars in need of heavy repairs on September 1 totaled 
228,770, or 12.5 per cent, an increase of 3,805 cars compared 
with the number in need of such repairs on August 1, while 
freight cars in need of light repairs totaled 56,550, or 3.1 per 
cent, an increase of 253 compared with August 1. 

Locomotives in need of classified repairs on September 1 
totatled 10,403, or 22.7 per cent of the number on line. This 
was a decrease of 154 compared with the number in need of 
such repairs on August 1, at which time there were 10,557, 
or 23.0 per cent. Class I railroads on September 1 had 3,959 
serviceable locomotives in storage compared with 4,081 on 
August 1. 
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With a per capita consumption of 
2.85 pairs of shoes, the United States 
was the world’s largest consumer of 
leather footwear in 1934, the Com- 
merce Department’s Leather and Rub- 
ber Division discovered when it mulled over the figures for last 
year. That division also found out that the 1934 consumption 
was the largest since 1929, the year when prices emulated the 
descent of a plumb bob. 

Now that business, according to President Roosevelt, is to 
have a breathing spell, a natural query is as to what effect 
a period of calm will have on footwear consumption. Shoe- 
makers who have been able to stick to their lasts since 1929, 
itis feared, are going to come to distress. Shoe leather is not 
worn out while folks are taking a breathing spell. They had 
little time for catching their breath, either in 1929 or in 1934. 

Canada and the United Kingdom were the second in the 
wearing out of shoes, their average being 1.9 pairs per capita. 
The only other countries where the consumption was more 
than one pair a year were France, Belgium, Sweden, Nether- 
lands, Germany, Norway, Denmark and Czechoslovakia. In 
some places the consumption, it is believed, was cut down by the 
use of rubber and wooden shoes. 


Breathing Spell 
and Leather Footwear 
Consumption 





Anybody with experience with folks who 


Things Must are very small, in a financial sense, must be 
Begin Pickin convinced that soon the small buyer of se- 
eg 7 3 curities will begin making his influence felt 


in the financial market. Men with $4,000 or 
$5,000 in savings accounts, bankers are be- 
ginning to learn, are making inquiries about investments, other 
than government securities, paying more than one or two per 
cent. It is believed inquiries will be followed by sales of a few 
bonds of this, that, and the other company, the buyer figuring 
that not all can turn out sour. Therefore, by taking the chance 
of one of the four being a poor investment, the net result will 
be a greater return than the one and two per cent the savings 
banks are groaning about paying. 

The taking of sane chances by men who have been able to 
lay up a few dollars even in depression times, it is believed, will 
make things pick up. In the savings departments of the down 
town banks in New York, deposits have been limited to not more 
than $500 in three months. One young man who had ac- 
cumulated $5,000 walked around in the Grand Central Station 
district until he got corns, not more than two months ago, 
seeking places where he could leave $500 with which to open 
savings accounts. 

That condition, it is believed, will persuade men in control 
of funds that they can afford to take a chance in lending money 
to railroads such as the New York Central and the Great 
Northern when they go into the market to refinance, as soon 
they must. The New York Central must refinance $63,000,000 
of bank loans and the Great Northern something more than 
= of 7 per cent bonds. Those bonds fall due July 1, 

6. 

Americans were not inclined, even before the government 
took gold from them, to keep savings in their socks. Most of 
them can remember the banks that reopened after the “holi- 
day” of March, 1933, and continued business as usual, though 
they made little or nothing on their capital. Nearly every such 
bank, it is believed, has a list of securities in which its officers 
have faith and are willing to advise their customers that they 
can afford to take the chance of investing a little of their stacked 
up funds, without danger of much, if any, loss in the end. And 
om buying, it is believed, tends to create a picking-up con- 
ition, 


Up Pretty Soon 





The fact that Louis Wehle mis- 
placed or lost a verb in the Chicago 
and Eastern Illinois hearing revived 
memories of how Examiner Paul J. 
Kelley, of the Commission staff, 
dealt with a long sentence from 
which a verb was believed to be missing. It was one of those 


Lost Verbs, Nor Long 
Sentences, Worried 
Paul Kelley 


five-mile long hypothetical questions: that was unwound before 
Kelley in a valuation hearing. 
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“Hadn’t you better cut that into two or three questions?” 
asked one of the lawyers. “The witness then probably would 
understand it better.” 

“Don’t worry about the witness,” said Kelley. 
the answer written out.” 


“He’s got 





Acting Secretary Coolidge, of the 
Treasury, this week announced the sale 
of 273-day treasury bills at bid prices 
showing that, for the money the govern- 
ment is to have for 273 days, $50,000,000 
of it will cost an average rate of inter- 
est of 0.228 per cent—that is, considerably less than one quarter 
of one per cent a year, On a bank discount basis. 

The major implication of that fact, it is believed, is that 
there are men who have saved up $50,000,000 for which they have 
no immediate use. They have neither debts that are due and 
payable nor any place to put the money with assurance that 
they will be able to get it when they need it. In other words, 
they do not know of anything they can undertake in the way 
of business that is reasonably sure of a profit in the next nine 
months—which is a situation hardly to be desired in a land 
where millions are out of work and unable to get jobs of any 
sort. 


Low Interest on 
Government Paper 
No Reason for Joy 





The conviction of Senator Borah 
that the British government is resort- 
ing to propaganda in the Italo-Ethio- 
pian affair suggests to some that the 
Idaho senator might be hired by the 
United States government to apply 
counter irritants if he is firmly convinced that that is what 
is being done. 

Sales resistance, it may be suggested, is what Americans 
need if any government is using propaganda, the opprobrious 
name of advertising. Advertising is sales persuasion. The 
Germans in Cleveland, along about 1894, were advised, day 
after day, to “make propaganda” for their national sangerfest 
of that year. 

Hundreds of committee meetings were held to prepare for 
that national meeting of the German-speaking singing societies. 
In high German, in low German and all the shades of speech 
between them every committee was advised to “make propa- 
ganda,” as its members started for home after having spent 
hours making plans for the fest. The general chairman pre- 
ferred low German, so he said what sounded like “mog propa- 
ganda” while the high German said “mache propaganda.” 

In those simpler days the technique among the English 
speaking “pep” boys stopped with admonition to “advertise” or 
“talk it up.” “Selling” the idea had not been invented, or if in- 
vented, it had not reached popular usage. Nor was there much 
talk about “sales resistance.” The German-speaking committee- 
men were the ones who substituted “propaganda” for “advertise- 
ment.” Of course, among clerics, propagation of the faith was 
a well known thing. But the world war and the use of the word 
“propaganda” as a selling of an idea by the Germans in Germany, 
seemingly gave the word its present sinister meaning to replace 
the innocent meaning of advertising something desirable for the 
recipient of the propaganda. 

Politicians, it is believed, will admit that Senator Borah 
loosed a large amount of propaganda for Herbert Hoover. In 
fact, some are inclined to the belief that Borah was the best 
salesman in the Hoover organization. Wherefore, the sugges- 
tion that it would be well for the country to entice Borah into 
some of the alphabetical organizations of the New Deal to make 
propaganda for keeping out of the war—if one comes. 


Senator Borah Might 
Be Hired to Build 
Up Sales Resistance 


An all-time outpouring of 37,000,- 
000 persons on vacations in automo- 
biles, spending $4,000,000,000 this 
summer, is what the American Auto- 
mobile Association saw when it 
looked at reports from its constituent 
organizations, Yet the pilgrimages undertaken in England in 
the middle ages when the urge was to visit the shrines of holy 
persons live in song and story. The Americans on their outing, 
so far as known, had no idea of obtaining spiritual satisfaction 
such as had the pilgrims to the tomb of Thomas a Becket and 
other holy places. The Americans, generally speaking, journeyed 
merely for the pleasure of going places and seeing things, even 
if, as probable, many went to places where they had been in 
other years. 

Holy pilgrimages, to a large extent, have died out. Query: 
How long will it be before Americans satisfy their desire to 
wander? Nothing human endures. Will the American’s desire 
to get out on the road with his hands gripping a wheel and his 
eyes focussed on the road ahead be an exception to the rule? 
Another query, it might be suggested, is as to whether a 
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Chaucer will arise to make a notable record of the wandering 
of Americans a-wheel, 


From now on postmasters may not 
permit the photographing of the post 
office workroom without permission 
from the Post Office Department. A 
notice from First Assistant Postmaster 
General W. W. Howes, in language that 
would not be approved by a person having regard for good 
English, tells why this precaution is being taken. Said Mr. 
Howes: 


Recently a request was made by persons entering a second- 
class post office to be permitted to photograph the workroom of the 
post office. This post office is located in a section where it is neces- 
sary to handle large sums of money during the year, the statement 
being made by the persons submitting the request that they were 
permitted to photograph 4 out of 5 post offices they visited. 

Later five gangsters were arrested nearby and identification was 
almost positive that they were the persons who visited the post 
office with the request that they be permitted to photograph it. No 
doubt they intended to burglarize the post office when conditions 
were such that they were sure they could obtain a large sum of 
money.—A. E. H. 


New Technique in 
Ground Work for 
Robbing Post Offices 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended September 21 
totaled 707,644 cars, an increase of 7,287 above the preceeding 
week, 63,146 above the corresponding week in 1934, and 47,778 
above the corresponding week in 1933. Miscellaneous freight 
loading totaled 270,790 cars; merchandise, less than carload 
freight, 166,630; coal, 133,234; grain and grain products, 42,552; 
livestock, 18,499; forest products, 33,058; ore, 36,310; coke, 6,571. 

Revenue freight loading the week ended September 14 
totaled 700,357 cars, according to the Association of American 
Railroads (see Traffic World, September 21). 


All districts reported increases for. the week of September 
14, compared with the corresponding week last year, in the 
number of cars ldaded with revenue freight, with the exception 
of the Centralwestern and Southwestern districts, which re- 
ported reductions. Compared with the corresponding week in 
1933, all districts showed increases. 


Loading of revenue freight in 1985 compared with the two 
previous years follows: 





1935 1934 1933 

{ weeks in January 2,183,081 1,924,208 
4 weeks in February 2,314,475 1,970,566 
UE BT PEON. 6 oi oes veciecsascee 3,067, 612 2,354,521 
© WORE TR BOE cicdcccivccoccsseees 2, 340, 460 2,025,564 
SE ND 6-66.0550000400800008 2'446,365 2,143,194 
lL... 2 2. errr ror 3,084,630 2,926,247 
ye USE Eee 2,351,015 2,498,390 
SF WENN SE PMBOBE 56.00.6056 he ceecees 3,072,864 3,204,919 
WOOK Of BOptemPer FT once cccsccec 592,786 563,883 577,933 
Week of September 14 ............. 700,357 647,485 660,086 

ME Scckawe each eee ees canaakows 21,800,003 22,071,870 20,285,628 


Revenue freight loading the week ended September 14 and 
for the corresponding period of 1934, by districts, was reported 
as follows: 


Eastern district: Gruin and grain products, 6,316 and 5,976; live 
stock, 1,370 and 1,684; coal, 28,465 and 25,485; coke, 1,502 and 1,495; 
forest products, 1,732 and 1,643; ore, 3,224 and 2,002; merchandise, 
L. C. L., 44,243 and 42,828; miscellaneous, 57,832 and 53,805; total, 
1935, 144,684; 1934, 134,918; 1938, 144,329. 

Allegheny district: Grain and grain products, 3,245 and 3,221; 
live stock, 1,224 and 1,908; coal, 31,519 and 28,804; coke, 2,548 and 
1,994; forest products, 1,152 and 795; ore, 5,396 and 3,719; merchan- 
dise, L. C. L., 31,421 and 30,246; miscellaneous, 53,787 and 44,573; 
total, 1935, 130,292; 1934, 115,260; 1938, 129,264. 


Pocahontas district: Grain and grain products, 286 and 300; live 


stock, 337 and 265; coal, 39,228 and 31,313; coke, 619 and 474; forest 
products, 662 and 576; ore, 243 and 117; merchandise, L. C. L., 5,461 
and 5,371; miscellaneous, 6,660 and 5,731; total, 1935, 53,496; 1934, 
44,147; 1933, 47,673. 

Southern district: Grain and grain products, 2,373 and 2,903; live 
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est products, 7,637 and 6,464; ore, 421 and 309; merchandise, L. C. L,, 
28,048 and 28,697; miscellaneous, 39,782 and 33, 054; total, 1935, 98,105: 
1934, 87,321; 1933, 87,039. 

Northwestern district: Grain and grain products, 16,440 and 
11,139; live stock, 4,575 and 10,465; coal, 7,232 and 5,875; coke, 1,234 
and 692; forest products, 10, 063 and 6,222; ore, 23,170 and _ 17,053. 
merchandise, L. C. L., 19, 872 and 19, 959; miscellaneous, 32,094 and 
29,209; total, 1935, 114,680; 1934, 100,619; 1933, 99,601. 

Central western district: Grain and grain products, —_ 809 and 
9,981; live stock, 6,679 and 14,016; coal, 9,683 and 8,588; coke, 183 anq 
167; ‘forest products, 6,164 and 4, 158; ore, 1,535 and 2,104; merchan- 
dise, k. ©. In, 241028 and 23. 821; miscellaneous, 45,423 and 42,919: 
total, 1935, 104,528; 1934, 105,754; 1933, 98,003. 

Southwestern district: Grain and grain products, 4,337 and 4,274. 
live stock, 2,221 and 5,709; coal, 4,245 and 3,526; coke, 157 and 157; 
forest products, 3,835 and 2,799; ore, 295 and 299; merchandise, |, 
Cc. L., 12,682 and 13, 056; miscellaneous, 26,800 and 29, 646; total, 1935 
54, 572; 1934, 59,466; 1933, 54,177. 4 


NEW RAIL EQUIPMENT 


New freight cars installed by the Class I railroads of the 
United States in the first eight months of 1935 totaled 2,819, 
according to reports received by the Association of American 
Railroads. In the same period last year, 14,970 new freight 
cars were placed in service, and, in the same period two years 
ago, there were 1,838. 

Twenty-seven new steam locomotives and 101 new electric 
locomotives were placed in service in the first eight months 
of this year. The railroads, in the first eight months of 1934, 
installed six new steam locomotives and ten new electric loco- 
motives. 

New freight cars on order on September 1 totaled 7,240 
compared with 8,372 on the same day in 1934 and 1,129 on the 
same day in 1933. 


The railroads on September 1 this year had on order nine 
new steam locomotives and three new electric locomotives. New 
steam locomotives on order on September 1, 1934, totaled 35, 
and on the same date in 1933 there was one. New electric 
locomotives on order on September 1, 1934, totaled 106. No 
reports are available as to the number on order on September 
1, 1933. 


Freight cars and locomotives leased or otherwise acquired 
are not included in the foregoing figures. 





LOCOMOTIVE DEVELOPMENTS 


“The development of the fast freight has been the out- 
standing contribution of the modern locomotive—even in the 
last ten years freight speeds have increased more than 40 per 
cent,” says an article, “A Locomotive Costs $100,000,” in the 
October issue of Fortune Magazine. “Shippers have become 
accustomed to fast freight service. Thus, an increase in freight 
carloadings would make it difficult for the railroads to maintain 
fast schedules with the scanty supply of modern locomotives 
now at their disposal.” 


The article points out that retirements of old locomotives 
have been so rapid in recent years that the inventory of lo- 
comotives on the railroads of the United States has receded 
from 61,000 in 1929 to 46,000 today. In addition, it is pointed 
out that, though the general practice in the past has been to 
retire a locomotive after 20 years of service, more than 28,000 
of the locomotives in use today are over 20 years old. 

The article discusses the relative merits of diesel and 
steam locomotives, arriving at the conclusion that it will be 
many years before the diesel supersedes the steam locomotive 
for line-haul work. 

The article is essentially a discussion of the business of 
the American Locomotive Company, which has weathered the 
depression, in one year of which, 1932, it built only one loco- 
motive, by branching into other lines of manufacture under 
the name of Alco Products, Incorporated. 








Revenue Freight Car Loading, Week Ending Saturday, September 14 


stock, 1,307 and 1,093; coal, 18,241 and 14,527; coke, 296 and O74; for- 
Grain and Live 
grain prod. stock Coal 
1935 43,806 17,713 138,563 
TOG Be TOGED 4.6.00086sissenwee 1934 37,794 35,140 118,118 
1933 31,554 20,070 126,555 
Preceding week Sept. 7 ......... 1935 36,650 14,950 110,756 
Per cent increase over .........- 1934 15.9 17.3 
Per cent decrease under ........ 1934 49.6 
Per cent increase over .......... 1933 38.8 9.5 
Per cent decrease under ......... 1933 77 
1935 1,081,604 455,933 4,260,127 
Cumulative 37 weeks to Sept. 1441934 1,217,832 726,023 4,287,565 
1933 1,221,783 592,745 3,845,911 
Per cent increase over .......... 1934 
Per cent decrease under ........ 1934 11.2 37.2 6 
Per cent increase over .......... 1933 10.8 
Per cent decrease under ......... 1933 11.5 23.1 


Per cent to 15 year average 72.9. 


Forest Mdse. 
Coke products Ore L. C. L. ‘Miscellaneous Total 
6,539 31,245 34,284 165,829 262,378 700,357 
5,253 22,657 25,608 163,978 238,937 647,485 
6,652 25,637 42,907 172,784 233,927 660,086 
6,050 26,873 31,062 141,378 225,067 592,786 
24.5 37.9 33.9 ik 9.8 8.2 
21.9 12.2 6.1 
2.7 20.1 4.0 
232,828 949,821 705,905 5,746,015 8,367,770 21,800,003 
250,469 836,487 637,521 5,903,919 8,212,054 22,071,870 
197,392 763,922 502,153 5,990,064 7,171,658 20,285,628 
13.5 10.7 1.9 
7.0 3.7 1.2 
18.0 24.3 40.6 aa 16.7 7.5 
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Decisions of Interstate Commerce Commission 





FOURTH SECTION EARNING LIMIT 


HE Commission, by division 2, in fourth section application 

No. 13473, rates from and to Pacific coast territory, on 
further hearing, by fifth supplemental fourth section order No. 
10183, has imposed an earning limit of 5 mills a ton-mile where 
the minimum weight is 40,000 pounds or more, and 10 cents a 
car-mile where the minimum weight is less than 40,000 pounds, 
as conditions limiting fourth section relief as to class and com- 
modity rates between Pacific coast terminals and points in Illi- 
nois and other states authorized in 192 I. C. C. 153 and 196 
I. Cc. C. 197. Class E rates were made the minimum limit on 
the relief granted in the prior reports. 

In the petition which caused the reopening of the matter the 
carriers asked that the class E limitation be amended to read 
“put not lower than 50 cents per 100 pounds.” In this report 
the Commission said the class E rates between the territories 
considered were $1.08 from or to group D and $1.03 from or to 
group E. The effect of the limitation was to deny relief in con- 
nection with a large number of the lower-grade commodities, 
the Commission said. A check of two of the commodity rate 
tariffs, one naming eastbound and the other westbound rates 
showed, the Commission said, rates lower than class E on ap- 
proximately 200 items in each direction, two of which were less 
than 50 cents. Maiiy of the commodities excepted by the 
limitation, the report said, moved in large volume, notably 
silica sand, oyster shells and building stone, westbound, and 
natural stone, muriate of potash, barium sulphate and black- 
strap molasses, eastbound. 

On commodities taking rates ranging from 50 to 70 cents, 
the ton-mile earnings over representative indirect routes from 
2,382 to 3,252 miles in length and as much as 33 per cent Cir- 
cuitous range from 5.79 mills to 3.07 mills, says the report. The 
earnings by the car, it added, ranged from $250 under the rate 
of 50 cents, minimum 50,000 pounds, to $560 under the rate 
of 70 cents, minimum 80,000 pounds. The earnings by the car, 
ranger, the report said, from $250 under the rate of 50 cents, 
minimum 50,000 pounds, to $560 under the rate of 70 cents, 
minimum 80,000 pounds. The route from New Orleans, La. 
(group D), to Seattle, Wash., over the lines of the [linois Cen- 
tral to Omaha, Neb., Chicago, Burlington & Quincy to Laurel, 
Mont., and Northern Pacific, 3,252 miles and 11.56 per cent cir- 
cuitous, the Commission said, was the longest shown of record. 
The earnings under the minimum rate proposed over that route, 
it added, would be 3.07 mills a ton-mile and, based on minimum 
weights of 50,000 and 80,000 pounds, 7.7 and 12.3 cents a car- 
mile and $250 and $400 a car, respectively. The earnings over 
the direct route in this instance, the Commission said, would 
be 3.43 mills a ton-mile. 

Imposition of the 5 mills a ton-mile and 10 cents a car-mile 
was in accordance with what the Commission had done in 
Export and Import Rates to and from Southern Ports, 205 I. C. C. 
511. Relief subject to that double condition was granted in 
that case on commodities between the Gulf, south Atlantic and 
Florida ports, on the one hand, and central territory and a 
part of western trunk line territory, on the other, moving on 
export or import rates. 


COMMISSION REPORTS 


Coal 


No. 26401, Huntsville-Sinclair Mining Co. et al. vs. Wabash 
et al. Supplemental report by division 3 written by Commissioner 
McManamy. Finding in prior report, 209 I. C. C. 477, modified 
so as to include Mark Twain Siding and Moberly, Mo., as points 
of origin of coal from points in Missouri to destinations in Iowa 
and Minnesota. The original report found the rates unreason- 
able to the extent they exceeded or might exceed percentages of 
the Holmes & Hallowell scale. Fourth section relief granted 
in connection with the prior report was amended in supplemental 
fourth section order No. 11934 so as to include the points men- 
tioned as points of origin. The order reopening the case was 
issued at the same time the supplemental report was made. 


Corn Sugar and Corn Syrup 
No. 26690, Blumer Brewing Corporation vs.°C. M. St. P. & P. 


et al. By division 5. Dismissed. Rate, corn sugar and corn 
syrup, in straight or mixed carloads, Roby, Ind., to Monroe, Wis., 





applied on shipments in the statutory period prior to September 
13, 1934, found applicable and not proved unreasonable. 


Topless Onions 


No. 26389, Weyl-Zuckerman & Co. vs. A. T. & N. et al., and 
No. 26463, Same vs. Alton et al., and No. 26390, Same vs. A. G. S. 
et al. By division 3. Dismissed. Rates, onions without tops, car- 
loads, points of origin in Colorado, Idaho, Oregon, Utah and 
Wyoming to destinations in southwestern, southern, and official 
territories not shown to have been or to be unreasonable or 
otherwise unlawful. 

Sand 


No. 26758, Hartford Electric Steel Corporation vs. Penn- 
sylvania et al. By division 4. Carload rate, core and molding 
sand, Millville and Manumuskin, N. J., to Hartford, Conn., unrea- 
sonable to the extent it exceeded $3.50 a net ton. A rate of $4.10 
was charged on shipments moving between April 21, 1931, and 
the effective date of the rate prescribed for the future in Indus- 
trial Sand Cases, 1930, 188 I. C. C. 99, 204 I. C. C. 159, July 1, 
1935. Reparation awarded. Commissioner Mahaffie dissented. 


L. C. L. Class Rates 


Fourth section application No. 15238, class rates in the 
southwest, and No. 15360, class rates between points in Mis- 
souri and Illinois. By division 2. Authority granted in fourth 
section order No. 12023 to establish and maintain reduced less 
than carload class rates between points in southwestern terri- 
tory, including Memphis, Tenn., and between points in Missouri 
and Illinois, also less-than-carload rates, stoves and ranges from 
New Athens, IIll., to points in Missouri, without observing the 
long-and-short-haul part of section 4, to meet motor truck compe- 
tition. Applicants proposed a scale of first class rates based 
on 70 per cent of the column 100 rates prescribed in the south- 
western revision for distances up to 150 miles. For distances 
greater than 150 miles the scale is on a slightly higher basis, 
grading into the column 100 scale at 200 miles. The rates, the 
report said, were the same as those now published by various 
motor truck companies operating in the territory here consid- 
ered. Temporary relief has heretofore been had. It is said to 
have resulted in a substantial increase in the movements of 
less-than-carload traffic over applicants’ lines. The relief is sub- 
ject to the condition that the rates from and to the higher rated 
intermediate points for distances of 200 miles or less shal] not 
exceed rates constructed on the same bases as the rates from 
and to the more distant points; that for distances over 200 
miles present rates shall not be increased except as may be 
authorized by the Commission, and that the lowest combina- 
tion of limitation shall be observed. The relief as to stoves 
and ranges is subject to similar conditions. 


Coal to Ohio 


Fourth section application No. 15704, coal to Ohio. By 
division 2. Cincinnati Northern, Nickel Plate, Louisville & 
Nashville and its short line connections authorized, in fourth 
section order No. 12025, to continue rates, coal, mines in the 
inner and outer crescent districts in Kentucky, Tennessee, and 
Virginia on the L. & N., to destinations on the rails of the 
other carriers mentioned, St. Marys to Casterline Spur, O., with- 
out observing the long-and-short-haul part of section 4. The 
relief was granted to enable the applicants to continue rates 
over the direct tariff route of the L. & N. to Cincinnati, Cin- 
cinnati Northern to Celina, O., and the Nickel Plate beyond, of 
$2.39 and $2.64 a net ton from the inner and outer crescent 
groups, respectively, without disturbing the present adjustment 
at higher-rated intermediate destination points on the Cincin- 
nati Northern. 

\Paper 

Fourth section application No. 15905, paper from Jonquiere, 
Que. By division 2. Carriers authorized in fourth section 
order No. 12026 to continue and to establish and maintain a 
rate of 31 cents a 100 pounds, newsprint paper, Jonquiere, Que., 
to Philadelphia, Pa., without observing the long-and-short-haul 
part of section 4. The authority was given to enable the car- 
riers to meet rates over competitive rail-water routes, the re- 
lief being limited to the open navigation season ending Novem- 
ber 30, 1936. 

Brick 

Fourth section application No. 15918, brick between points 

in trunk line territory. Parties to Curlett’s I. C. C. Nos. A-330 
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and A-338 authorized in fourth section order No. 12027 to es- 
tablish rates, brick and other clay products taking the same 
rates, including furnace or kiln lining and high temperature 
bonding mortar and cement, from points in Pennsylvania, Mary- 
land, West Virginia, and New York, to destinations in Pennsyl- 
vania and New York, without observing the long-and-short-haul 
part of section 4. The object of the application was to enable 
the carriers to work out a basis of rates from points in the 
Clearfield, Cumberland and related brick producing groups to 
points in the Erie, Buffalo, N. Y., and related groups. Treat- 
ment of those rates was postponed at the hearing in Brick 
Between Points in Official Territory, 192 I. C. C. 787 and 201 
I. C. C. 310. The relief authorizes the carriers to make rates 
over the longer lines the same as over the shorter ones. The 
relief is subject to the condition that where the distance over 
the short line or route is 160 miles or more, the relief shall 
apply to circuitous lines or routes not more than 60 per cent 
circuitous, in connection with rates which produce not less than 
5 mills a ton-mile for the actual distance over such lines or 
routes. 
Steel Prison Work 


No. 26697, Stewart Iron Works Co., Inc., vs. A. T. & S. F. 
et al. By division 5. Rate charged, iron and steel prison work, 
carloads, Covington, Ky., to San Francisco, Calif., unreasonable 
to the extent it exceeded $1.23, minimum 60,000 pounds. Rep- 
aration of $1,716.94 awarded on shipments made between March 
21 and May 9, 1934. A joint commodity rate of $1.67, mini- 
mum 40,000 pounds, was charged. The transcontinental carriers 
agreed to a rate of $1.23 on March 19, 1932, two days before the 
first shipment moved, and the central territory carriers approved 
that rate on April 2, 1934. The rate became effective June 15, 
1934, more than a month after the last shipment moved. 


Garbage Tankage 


No. 26761, Federal Chemical Co., Inc., vs. B. & O. et al. By 
division 3. Rate, fertilizer material (garbage tankage) Car- 
loads, Whitfield, O., to West Nashville, Tenn., unreasonable to 
the extent it exceeded $5.40 a net ton. Reparation of $104.58 
awarded. 

Coal 


I. and S. No. 4055, coal from the Danville group to Joliet, 
Ill., ete. By division 2. On further hearing, finding in prior 
report, 206 I. C. C. 408, that a proposed increase in the inter- 
state rate, bituminous coal, from $1.35 to $1.55 a net ton from the 
Danville group, in Illinois, to Joliet, Ill., and intermediate points 
was not justified, affirmed, without prejudice to the maintenance 
of a rate of $1.35 a net ton. The proceeding has been discon- 
tinued. The prior finding was without prejudice to the establish- 
ment of a rate of $1.45, the evidence in the hearing on which 
that was based being that the short average distance was about 
138.5 miles. On the further hearing it was shown that the aver- 
age short tariff route distance was about 113.2 miles. The net 
effect is that the Big Four, which proposed the increase, may 
establish a rate not exceeding $1.35 a ton. 


PROPOSED REPORTS 


Iron Culverts 


No. 26914, Klauer Manufacturing Co. vs. C. G. W. et al. 
By Examiner Harold M. Brown. Dismissal proposed. Carload 
rate charged, corrugated iron culverts (culvert pipe), Gary, Ind., 
fabricated in transit at Dubuque, Ia., and forwarded to Conrad, 
Mont., proposed to be found applicable. The shipment was 
made June 13, 1931. 
Dried Beans 


No. 26864, Charles Ilfeld Co. vs. A. T. & S. F. et al. By 
Examiner Harold M. Brown. Rate, dried beans, Las Vegas, 
N. M., to Lexington, Ky., imposed on a shipment made April 18, 
1932, proposed to be found unreasonable but not otherwise 
unlawful to the extent it exceeded 98 cents. Reparation of 
$156.55 proposed. 

Cantaloupes and Melons 


No. 26652, Dawson Brothers Distributing Co. et al., vs. 
Alton et al. By Examiner W. A. Disque. Rates, contaloupes 
and melons, except watermelons, carloads, La Tuna, Tex., and 
Mesquite,“N. M., to Pueblo, Colorado Springs, and Denver, Colo., 
proposed to be found unreasonable but not otherwise unlawful to 
the extent they exceed present column 35 rates. Rates, like 
commodities, from the same origin points to Cheyenne, Wyo., 
not unreasonable or otherwise unlawful; rates La Tuna to Rapid 
City, S. D., not unreasonable; rate, La Tuna to Memphis, Tenn., 
on shipments reconsigned at New Orleans, La., not unreasonable 
or otherwise unlawful; rates, Mesquite to Memphis, not unrea- 
sonable or otherwise unlawful except that it was violative of 
section 4; rates, La Tuna to Tampa, Fla., not unreasonable or 
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otherwise unlawful; rates, Mesquite to Boston, Mass., on ship. 
ments reconsigned at Minneapolis, Minn., not unreasonable; ang 
rates on the like commodities from Rocky Ford and La Junta, 
Colo., to Richmond, Va., unreasonable to the extent they exceeded 
column 35 and violative of section 4, but not otherwise unrea. 
sonable. Reparation proposed. 


“ Cc. |. & L. ABANDONMENT 


The Commission, by division 4, in Finance No. 10824, Chi- 
cago, Indianapolis & Louisville Railway Co. abandonment, has 
authorized that carrier to abandon that part of its line extending 
from Avoca to Switz City, Ind., a distance of 33.75 miles. An 
improved highway, the Commission said, roughly paralleled the 
line for its entire length. The Commission said the line had 
been operated at a loss for several years and that there was no 
definite prospect of such an increase in traffic as might justify 
the conclusion that it might become self-supporting. 


SOUTH CAROLINA ABANDONMENT 


Abandonment of about 77 miles of line and trackage rights 
connecting various segments thereof has been authorized by 
the Commission, division 4, in Finance No. 10843, Northwestern 
Railroad Company of South Carolina abandonment, The track. 
age rights were over the Atlantic Coast Line and the Southern 
Railway, the mileage in question being in Clarendon, Sumter, 
Kershaw, and Lee counties, S. C. Protests against abandonment 
were made by the Board of Trade of Sumter, business men and 
farmers of the affected territory. The South Carolina Commis. 
sion asked for a hearing for them. The lines southward from 
Sumter were built into a then heavily timbered territory. No 
net railway operating income, the Commission said, had been 
earned since 1926 and no interest had been paid on the bonds 
since April 1, 1930. The Commission said that there was noth- 
ing to indicate that any different result might be expected in 
the future. No bids were received when the property was 
offered at judicial sale at Sumter, April 17, 1935. The popula- 
tion of the entire territory tributary to the line is estimated at 
32,400. All the lines, the Commission said, were paralleled by 
easily accessible hard-surfaced highways. 


FINANCE APPLICATIONS 


Finance No. 10958. Davenport, Rock Island & North Western, 
Chicago, Milwaukee, St. Paul & Pacific and Chicago, Burlington & 
Quincy, ask permission for the Davenport to abandon a segment of 
its branch extending from East Moline, Ill., about one mile long 
and a segment extending from near Carbon Cliff for about 5 miles, 
and the Milwaukee and Burlington to abandon operation of the two 
segments. The applicants say that all of the industries on the 
branch, with one exception, have been abandoned for a considerable 
period and that the one remaining industry at the station of Carbon 
Cliff is served by the Chicago, Rock Island & Pacific. 

Finance No. 10959. Blissfield Railroad Co. asks for authority to 
issue and deliver to the Joseph Schonthal Co. three hundred forty- 
five shares of common stock of the par value of $100 a share as 
payment for the part of the old Toledo & Western Railway Co. 
heretofore abandoned, which the applicant has acquired and intends 
to operate. 

Finance No. 10960. Joseph Schonthal Co. asks for authority to 
acquire and hold the 345 shares of the common stock of the Bliss- 
field Railroad Co. mentioned in Finance Application No. 10959. 

Finance No. 10961. Easton & Northern Railroad Co. and Lehigh 
Valley Railroad Co. jointly apply for authority for the former to 
extend from November 1, 1935, to November 1, 1937, the maturity 
of $300,000 of its first mortgage 4% per cent bonds and for the 
latter to continue its assumption of obligation and liability, as guar- 
antor, for the period of the extension and to continue the pledge of, 
or to repledge, with the RFC as security for loans, $250,000 of the 
bonds for the extended period. 

Finance No. 10962. Southern Pacific Co. asks for authority to 
abandon a part of its so-called west side branch between Cheshire 
and Transfer, Ore., a distance of a little more than 11 miles. The 
allegation is made that the amount of traffic handled is not sufficient 
to pay the cost of its maintenance and operaton. 

Finance No. 3511. Lehigh Valley Railroad Co. asks for an exten- 
sion, until December 31, 1937, of the authority heretofore granted to 
pledge and repledge, until December 31, 1935, a total of not exceeding 
$12,500,000 of general consolidated mortgage 5 per cent bonds as col- 
lateral security for short term notes. 

Finance No. 9509. Lehigh Valley Railroad Co. asks for an exten- 
sion, until December 31, 1937, of the authority heretofore granted, to 
pledge and repledge until December 31, 1935, a total of not to ex- 
ceed $2,000,000 of its general consolidated mortgage 5 per cent bonds 
as collateral security for short term notes. : 

Finance No. 10963. Monongahela West Penn Public Service Co. 
and Kanawha Traction and Electric Co. which operate traction lines 
in West Virginia which extend into Marietta, O., ask authority to 
merge themselves and bring into the merger non-carrier properties 
known as Spencer Water & Ice Co. and Monongahela Water & Elec- 
tric Co., the whole to be known as the Monongahela West Penn Pub- 
lic Service Co. The applicants do not admit that they need the 
authority of the Commission but ask for it should it be held that 
such authorization is necessary. The merged company, if authorized, 
will have an. authorized capital stock consisting of 599,882 shares of 
7 per cent cumulative preferred stock, 118 shares of 6 per cent cumu- 
lative preferred stock and 1,000,000 shares of common stock, all of 
the par value of $25 a share. The merger is to be accomplished by 
the issuance of new stock for that now outstanding. The applicants 
say that such single ownership of the properties is necessary to bring 
about better operation and cheaper financing for future enlargement 
and betterment, 
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September 28, 1935 


REORGANIZATION OF RAILROADS 


A statistical picture of the reorganization of 31 class I rail- 
roads made in the period 1915-1933, and the results thereof, is 
presented in the form of an analysis of those reorganizations 
prepared by D. Philip Locklin in the Bureau of Statistics of the 
Commission. The analysis, however, was not considered or 
adopted by the Commission. These roads were reorganized 
through court procedure, eighteen after the Commission had been 
given control over new security issues and the others prior to 
that date. These roads owned 37,187 miles of line and had total 
assets, before reorganization, of more than $3,400,000,000. The 
study was undertaken to determine the changes in the financial 
structure resulting from reorganization. 

Based on a comparison of the balance sheet items of the 
companies before and after the reorganization the picture shows 
that the reorganizations were accompanied by a decrease in the 
stated value of the total assets from $3,412,745,746 to $2,964,109,- 
935, a reduction of 448,635,811, or 13.15 per cent. Of the 31 
companies, however, according to the text of the analysis, there 
were 10 which reported an increase in total assets as a result of 
the reorganization. To what extent the changes in stated value 
of assets were due to changes in mileage or other property owned 
and to what extent they were due to revaluations of the assets, 
Mr. Locklin said, was impossible to say. 

In the calculations discount on capital stock and discount 
on funded debt were eliminated from the comparison of assets. 
Mr. Locklin said the amount did not represent real assets but 
bookkeeping entries made to keep the books in balance when 
securities were issued at less than their par. In a few cases 
this item, Mr. Locklin said, was large enough to make a Ccon- 
siderable difference in the comparison. Thus, he said, the 
Missouri, Oklahoma & Gulf carried $19,307,624 in discounts on 
capital stock and on funded debt in its assets accounts prior to 
its reorganization. If this item were not eliminated in the com- 
parison of assets Mr. Locklin said a reduction in the assets of 
$3,544,795 would be shown to have resulted from this reorgan- 
ization, If the discount were eliminated from the comparison an 
increase in assets of $15,762,829 would be shown. 

The 31 reorganized railroads reduced their investments in 
road and equipment and improvements on leased railway prop- 
erty by $279,392,938, or 10.06 per cent. Ten of the companies, 
however, increased the amount carried in these accounts. 

Before reorganization the investment in road and equip- 
ment as shown by the balance sheet plus improvements on 
leased railway property less accrued depreciation on road and 
equipment, was greater than the Commission’s final value, modi- 
fied on a statistical basis, said Mr. Locklin. The modification 
was made by adding to or subtracting from the Commission’s 
“final value” as of valuation date excluding working capital, 
the net changes in investment in road and equipment and in 
improvements on leased railway property and changes in ac- 
crued depreciation on road and equipment occurring between 
valuation date and date of reorganization. 


“It is not to be assumed,” says Mr. Locklin, “that the value 
so supplemented represents the value the Commission would 
find in a revaluation as of the date of reorganization.” 


For only one of the companies, the Georgia & Florida Rail- 
road, says Mr. Locklin, was the investment less than the valua- 
tion before reorganization. According to Mr. Locklin the total 
funded debt of the 31 companies was $1,888,252,896 prior to reor- 
ganization. After reorganization this amount was reduced to 
$1,515,875,635, a decrease of 19.72 per cent. Three carriers 
eliminated their funded debt completely, said Mr. Locklin; 20 
reduced their funded debt but did not completely eliminate it; 
and eight carriers increased their funded debt. The Chicago, 
Milwaukee & St. Paul increased its funded debt 5.02 per cent; 
Central Vermont, 28.13 per cent; M. K. & T. of Texas, 37.64 per 
cent; International Great Northern, 44.31 per cent, and M. K. & 
T., 44.36 per cent, according to Mr. Locklin. — 

Long term fixed-interest bearing obligations were reduced 
from $2,018,819,343 to $1,137,927,936, or 43.63 per cent. The 
total capital stock of the 31 companies was increased from 
$1,032,215,749 to $1,247,183,415, an increase of 20.83 per cent. 
Increases in capital stock, Mr. Locklin pointed out, were not an 
uncommon feature of reorganization, resulting, he indicated, 
from the issuance of stock in exchange for defaulted obligations. 
Nineteen of the companies increased the amount of capital stock 
outstanding as a result of the reorganization process, while 12 
reduced the amount. 

The ratio of funded debt to capital stock plus funded debt, 
sometimes called the ratio of funded debt to, “total capital,’ Mr. 
Locklin said, was often cited as significant in the financial 
set-up of railroad companies. Before reorganization, he said, 
this ratio for the companies as a group was 64.66 per cent. After 
reorganization the ratio was 54.86 per cent. The ratio for the 
railways of the United States, he said, was 55.7 per cent in 1933. 
Thus, he said, the ratio of the 31 companies before reorganiza- 
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tion was somewhat higher than that of the railroads of the 
United States as a whole. The reorganizations reduced the ratio 
only slightly below the general average of the country. 

The lowest ratio of funded debt to “total capital” before 
reorganization was 22.35 per cent, the ratio of the Atlanta, 
Birmingham & Atlantic prior to its second reorganization. The 
Denver & Salt Lake had the highest ratio, 95.92 per cent. After 
reorganization 3 companies, he said, had no funded debt, but 
several had extremely high ratios of funded debt to total capital. 
The New Orleans Great Northern, he said, had a ratio of 91.93 
per cent; the M. K. T. of Texas had a ratio of 97.34 per cent, 
and the Toledo, Peoria & Western 99.50 per cent. Twenty-five 
carriers reduced the ratio, six increased it. Those increasing the 
ratio, Mr. Locklin said, were the Missouri & North Arkansas, the 
Fort Smith & Western, the M. K. & T. of Texas, the M. K. & T., 
the T. P. & W., and the New Orleans Great Northern. 

The analysis covers many other phases of railroad capital- 
ization before and after reorganization, the details being shown 
in tables and text relating to each of the 31 carriers mentioned. 

The railroads covered by the analysis are the Wabash; 
Cincinnati, Indianapolis & Western; Atlanta, Birmingham « 
Atlantic; New Orleans, Texas & Mexico; Western Pacific; St. 
Louis & San Francisco; Wheeling & Lake Erie; New Orleans, 
Mobile & Chicago; Pere Marquette; Wabash-Pittsburg Ter- 
minal; Missouri Pacific; Colorado Midland; Missouri, Oklahoma 
& Gulf; Chicago & Eastern Illinois; Tennessee Central; Missouri 
& North Arkansas; International & Great Northern; Fort Smith 
& Western; Missouri, Kansas & Texas of Texas; Missouri, 
Kansas & Texas; Columbus & Greenville; Kansas City, Mexico 
& Orient; Atlanta, Birmingham & Atlantic, second reorganiza- 
tion; Denver & Salt Lake; Georgia & Florida; Toledo, Peoria 
& Western; Chicago, Milwaukee & St. Paul; Central” Vermont; 
Chicago & Alton; San Diego & Arizona; and New Orleans Great 
Northern. 


C. & E. I. REORGANIZATION 


The Traffic World Washington Bureau 


Chesapeake and Ohio interest in the Chicago and Eastern 
Illinois, according to the view of V. V. Boatner, director of 
regional coordination on the staff of Coordinator Eastman, did 
not result in any advantage to the smaller road, That is the view 
expressed by Mr. Boatner, who appeared as a witness for the 
bondholders’ protective committee in the hearing on the plan for 
the reorganization of the C. & E. I. presented by the debtor rail- 
road. He said he could not reach any conclusion that there 
was any advantage for the debtor railroad in the connection with 
the Chesapeake and Ohio. 

That opinion was admitted to the record by Finance Bureau 
Director Sweet after much sparring between E. S. Ballard, at- 
torney for the debtor’s plan of reorganization, and Louis B. Wehle, 
attorney for the protective committee of the holders of general 
mortgage 5 per cent bonds. Mr. Ballard insisted on Mr. Boatner 
showing his qualification to express an opinion and testifying 
as to whether he had an opinion on the question whether the 
Chesapeake & Ohio connection, through stockholding, was of 
advantage or detriment to the Chicago and Eastern Illinois. 
Director Sweet also insisted that Mr. Boatner pass all the tech- 
nical obstacles before he expressed an opinion. 

The opinion was based on a survey of the Chicago and 
Eastern Illinois made by Mr. Boatner in July, this year, while 
on furlough from his duties as a member of the staff of Coordina- 
tor Eastman. Mr. Boatner said he examined the records of 
interchange of traffic between the C. & E. I. and its connections, 
including the C. & O. In addition he talked with officers of the 
debtor road and obtained statistical data from them. R. L. 
Williams, assistant to C. M. Thomson, trustee of the debtor 
road, denied that Mr. Boatner had obtained a memorandum from 
which he was testifying from him. It developed that the memor- 
andum came from another officer of the road. Mr. Boatner testi- 
fied, in some detail, about the physical condition of the road, 
expressing the opinion that it was undermaintained to the extent 
of $500,000 or $600,000. Other figures appeared to have been 
offered by him to show that the witnesses for the plan of the 
debtor road were over optimistic as to prospects. One point he 
brought out was about the use of 69 as the operating ratio in 
March, 1935. He said that the operating ratio was generally 77 
per cent plus and indicated that a ratio of 69 per cent was not 
indicative of anything other than something unusual. He said 
that it was difficult to see how an operating ratio of 69 could 
have been obtained in view of the demand for expedited and gen- 
erally more expensive service. 

Mr. Boatner said he had asked about a car supply for the 
C. & E. I. and that connections other than the C. & O. were 
those mentioned as being those from which the officers of the 
C. & E. I. expected to obtain cars to meet their requirements. 
Mr. Boatner said he could not see any improvement in inter- 
change of traffic after the C. & O. obtained its interest in the C. 
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& E.I. The interchange, he said, was heavily in favor of the C. & 
E. I., while that of the C. & O. had gone down after the stock 
acquisition, which was in 1930. Mr. Boatner quit the witness 
stand subject to being recalled for cross examination. 

E. S. Ballard, for the proponents of the plan under consid- 
eration, following oral objection to the petition of intervention 
filed in behalf of the Protective Committee for the Chicago, Rock 
Island & Pacific Railway Co. 7 and 6 per cent preferred stock, of 
which Carter Harrison, Jr., of Chicago, is chairman, presented a 
formal motion to deny that petition of intervention. The ground 
of the objection, in the formal motion, is that the applicants have 
no interest in the matter, having no claim against the estate of 
the debtor railroad, within the meaning of section 77 (b) of the 
national bankruptcy act; that is, a property interest which 
might be affected by the outcome of the proceeding. 


In addition it was asserted that the intervention petition did - 


not comply with the Commission’s rules of practice, one omis- 
sion by the applicant committee being failure to notfy the gov- 
ernors of the states in which property of the debtor is situated. 
Another violation of the Commission’s rule alleged was that the 
intervention would broaden the issues. 

“The reason the petitioners want to intervene,” says the 
formal motion, “is not because the outcome of the proceeding may 
affect their interests but because, unless they can broaden the 
issues, it will not affect them.” 


With an overruling of a motion made by Louis B. Wehle, 
attorney for the general mortgage bondholders’ committee, 
Director Sweet of the Commission’s Bureau of Finance brought 
to an end the hearing of testimony in behalf of the plan of 
reorganization of the Chicago and Eastern Illinois, submitted 
by the debtor, in Finance No. 9952, the largest single stock- 
holding interest in which is that of the Chesapeake & Ohio. 
The motion was based on the ground, one of those mentioned 
in amended section 77 of the national bankruptcy act as reason 
for dismissal of a plan of reorganization, that it was “prima 
facie impracticable.” (See Traffic World, September 21.) 
Other hearings will be announced later. 


Immediately after that hearing was completed Director 
Sweet heard testimony and arguments on the claim of Ernest 
S. Ballard for a fee of $10,000 for the work he and his office 
organization had done up to June 30. Kenneth D. Steere, chair- 
man of the board of the debtor railroad, and C. M. Thomson, the 
trustee of the property, supported that claim. Questions about 
the payment of the fee arose by reason of the uncertainty of 
the language used by Congress when it amended section 77, the 
intent of which was to prevent the dissipation of the assets 
of a debtor in the form of fees to counsel for committees claim- 
ing to represent creditors in reorganization plans. 


Supporting his motion to dismiss, Mr. Wehle, who had 
pointed out earlier in the proceedings that the Chesapeake & 
Ohio’s interest was that of a stockholder in a corporation that 
had been unable to pay fixed charges on its funded debt, said 
that the reorganization plan was a gamblers’ not an investors’ 
plan. He also dwelt on his allegation that this was the first 
reorganization plan that provided for an increase and not a 
reduction in the amount the funded debt. The plan sets up 
a sinking fund operation, carrying the right of conversion of 
income bonds into preferred stock and the gradual extinction 
of the debts over a period of fifty years. 


Mr. Wehle alleged that the plan would give control of the 
property to a minority stockholding interest, the C. & O. hold- 
ing being somewhat less than Half of the stock, making the 
effort to reorganize. He suggested that the men who had been 
in control of the property when it went into trusteeship could 
not serve two masters, the inference being that the bondholders 
were one master and the C. & O. stockholding the other. 


When Director Sweet overruled the motion he reminded Mr. 
Wehle that the rules of the Commission provided for taking 
appeals from his rulings to the Commission itself. Mr. Wehle 
said that the interests he represented would present a plan of 
reorganization. 


Mr. Thomson, who took the stand again near the end of the 
hearing, said that the position of a railroad such as the C. & E. I. 
would be stronger, if, instead of being wholly independent of any 
other railroad or system, it was linked directly with or was 
placed within what had been described as the sphere of in- 
fluence of some other and larger railroad or system. As debtor 
trustee he said he had not seen fit to make any material change 
with respect to those he found in charge. In his opinion the 
management by Charles T. O’Neal, who was placed in charge 
when the C. & O. bought into the company, had been of an 
exceptionally high order and of great advantage to the interests 
which placed him in charge of the property but also to the 
equal advantage of each interested party. He said that he was 
of the opinion that if Mr. O’Neal had been in charge following 
the last reorganization of the property in 1921, there would 
have been no occasion for the relief now being sought by re- 
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organization. He firmly approved the plan and the continuance 
of the C. & O. interest. In part, he said: 


Immediately after my appointment as trustee, vigorous repre. 
sentations were made to me by Mr. Wehle and Mr. Shanks (gen- 
eral solicitor of the Prudential Insurance Co.) to the effect that they 
had for some time felt that the court in the pending proceedings 
should appoint someone as trustee who was entirely independent of 
the debtor or any other party in interest and this for the reason 
that they had a rather strong feeling that the interest which the 
Wan Sweringen group had in the debtor had probably for some time 
been used by them to the advantage of their various railroad prop- 
erties and to the disadvantage of the debtor. They further explained 
that they felt that all the various joint facility agreements and 
divisions of rates to which the debtor was a party should be closely 
examined at the earliest opportunity by me as trustee and that as 
soon as I could get around to it I ought to bend every effort toward 
the task of finding out whether or not it wasn’t the case that the 
Chicago and Eastern Illinois property was being used for the benefit 
of helping out some of the Van Sweringen lines to the disadvantage 
of the C. & E. I. itself. 

That was my introduction by these gentlemen to my trusteeship, 
and as soon as I had completed the necessary formalities in con- 
nection with my appointment, I asked that there be submitted to 
me copies of all existing agreements between the Chicago and East- 
ern Illinois and other railroads or companies. I spent weeks in 
examining them minutely and in making inquiry of all of those 
who had anything whatever to do either with their drafting or their 
operation for all sorts of information. Neither at the time of my 
examination of these agreements nor at any time since then have I 
found the slightest evidence of anything which would even tend to 
substantiate what seemed to be the fears of these gentlemen as they 
described them to me just after my appointment. Mr. O’Neal has 
made the statement to me several times in response to various sorts 
of inquiries that I have made on this subject, and I haven’t the 
slightest basis for doubting the full accuracy of his statement, that 
there has never been a single occasion since he became connected 
with the Chicago and Eastern Illinois when he has received any re- 
quest or any direction of any sort from the C. & O. or any of its 
affiliations or either of the Van Sweringens or any other individual, 
directly or indirectly connected with them or their properties, either 
asking or directing him to do or not to do anything whatever, but he 
has always told me when I have discussed this subject with him that 
he has always been entirely free to use his best judgment, and that 
only in the management of the Chicago and Eastern Illinois, and 
that no one having anything to do with any of the Van Sweringen 
properties has ever done or said anything about the Chicago and 
Eastern Illinois except when he found himself in situations where 
he wanted the benefit of their assistance with respect to some spe- 
cific matter, and that without exception when he made known to 
them his need of such assistance it was immediately and effectively 
forthcoming to the great benefit of the Chicago and Eastern Illinois. 


LOANS TO RAILROADS 


The Commission by division 4, in a supplemental report in 
Finance No. 9336, Missouri Southern Railroad Co. reconstruction 
loan, has authorized a three-year extension of the loan of 
$99,200 made by the RFC to the Missouri Southern, maturing 
October 7. The previous report in this case is in 187 I. C. C. 223. 
The loan, as extended, is to be secured by the deposit of not 
less than $125,000 of the applicant’s first-mortgage 6 per cent 
bonds. 

In Finance No. 9597, Missouri Southern Railroad Co. bonds, 
the Commission, by division 4, has authorized that company to 
extend the date of maturity of $125,000 of its first-mortgage 6 per 
cent gold bonds for ten years from August 15, 1935. Authentica- 
tion and delivery of these bonds was for the purpose of pledg- 
ing them with the RFC for a loan of $99,200. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10939, Louisiana & Arkansas Rail- 
way Company securities, authorizing the Louisiana & Arkansas Rail- 
way Company to issue a promissory note in the sum of $1,500,000, 
and to pledgé as collateral security therefor $3,000,000 of its first 
mortgage 5 per cent bonds, series A, approved. . ‘ 

Report and certificate in F. D. No. 10869, Boston and Maine Rail- 
road abandonment, permitting the Boston & Maine Railroad to aban- 
don parts of a line of railroad in Hillsborough, Rockingham, and 
Strafford counties, N. H., approved. 

Report and certificate in F. D. No. 10927, Nypano Railroad Com- 
pany et al. abandonment, etc., (1) permitting the Nypano Railroad 
Company to abandon, and the Erie Railroad Company, lessee, to 
abandon operation of, part of a line of raiJroad, and (2) authorizing 
the Nypano Railroad Company to construct, and the Erie Railroad 
Company to operate, under lease, a substitute line of railroad, in 
Richland county, O., approved. : 

Report and certificate in F. D. No. 10893, Northwestern Pacific 
Railroad Company Abandonment, permitting the Northwestern Pa- 
cific Railroad Company to abandon part of a branch line of railroad 
in Sonoma County, Calif., approved. 


CORDAGE RATES EFFECTIVE 


The Commission refused to suspend reduced rates on cord- 
age (manila and sisal rope, manila and sisal twine and lath 
yarn) from New Orleans to Cairo, Ill., Cincinnati, O., Louis- 
ville, Ky., and St. Louis, Mo., carried in Emerson’s I. C. C. No. 
200, and they became effective September 25 (see Traffic World, 
September 21, p. 465). 


EXPRESS COMPANY ACCOUNTS 
The Commission has made changes in the uniform system of 
accounts to be kept by express companies with regard to units 
of property costing $5 or less and minor equipment having an 
average original cost of $50 or less by the unit, effective Jan- 
uary 1 next, 
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September 28, 1935 


MILWAUKEE REORGANIZATION 


A hearing preliminary to the appointment of trustees for 
the C. M. St. P. and P., in process of reorganization under sec- 
tion 77, of the bankruptcy law, was held before Federal Judge 
James H. Wilkerson in Chicago, September 24. Two names 
were put forward for appointment—H. A. Scandrett, president 
of the railroad, and W. J. Cummings, chairman of the board of 
the Continental llinois National Bank and Trust Company, Chi- 
cago. R. T. Swaine, chief counsel for the Milwaukee, proposed 
Mr. Scandrett, and James B. Alley, representing the RFC, pro- 
posed Mr. Cummings. The RFC now holds $11,500,000 of Mil- 
waukee securities and would assume $24,000,000 more under the 
plan of reorganization. 

Kenneth F. Burgess, attorney for nineteen insurance com- 
panies holding over $100,000,000 of the securities, said that, 
while his interests had no objection to Mr. Scandrett as trustee, 
it was their idea that, if another trustee were appointed rep- 
resenting any particular interest, there should be at least one 
more. He nominated no one for the additional position. Should 
the court decide to appoint a second trustee of its own selection 
without reference to any interested group, he said, there would 
be no objection to confining the board of trustees to two mem- 
bers. Under the law, he pointed out, the court could appoint 
“one or more” trustees. 

Opposition to Mr. Scandrett as trustee was voiced by Julius 
Weiss, New York, attorney for an independent bondholders’ 
committee, the extent of whose holdings he was unable to state 
other than to say they were “substantial.” He charged gross 
mismanagement of the railroad, hinted at irregularities in the 
earlier reorganization, and said it would be unfair to the security 
holders to have Mr. Scandrett as trustee, because, under the law, 
the trustees were charged with investigating the history of its 
management. 

Toward the close of the hearing Judge Wilkerson raised a 
question as to the constitutionality of certain provisions of the 
law: “The court here is asked to perform a judicial act which 
may be appealed to the United States Circuit Court of Appeals 
and to the Supreme Court,” he said, “and yet the act provides 
that an administrative office, the Interstate Commerce Commis- 
sion, may overrule the court’s action. The statute seems to be 
unique, to say the least.” 

Another question of constitutionality was raised by Mr. 
Swaine as to that part of the law giving the court power to 
approve a plan of reorganization even though it may not have 
the support of a majority of the security holders. Neither of 
these questions came in for any extended discussion. 

The court took the selection of the trustee or trustees under 
advisement and adjourned the hearing until October 8. 


COTTON SUBSTITUTION. RULES 


New rules governing the substitution of cotton in transit 
became effective September 25 by reason of the Commission’s 
refusal to suspend Peel’s I. C. C. No. 2740 and Cumming’ I. C. C. 
Nos. 381 and 382. The new rules are carried in the tariffs men- 
tioned. The object of the carriers was to prevent the substitu- 
tion of cotton that had been carried by truck, wagon or barge 
for cotton entitled to further carriage by rail. 

At present it is declared to be possible for those moving 
cotton on rail transit privileges to make substitutions the effect 
of which is to defeat the rates of the carriers. Protests ask- 
ing the Commission to suspend the tariffs were made by the 
American Cotton Cooperative Association and the New Orleans 
Joint Traffic Bureau, New Orleans, La.; the Galveston, Tex., 
Cotton Exchange; the Houston, Tex., Cotton Exchange; the 
Newburg Co.; Weil Brothers, the Memphis Cotton Exchange, 
Memphis, Tenn., and the Southeastern Compress & Warehouse 
Co., Atlanta, Ga. The old and the new rules applied and apply 
on cotton from, to and between points in southwestern territory. 

Publication of the revised rules is due to the fact that in 
No. 26235, Cotton from and to Points in the Southwest and 
Memphis, Tenn., 208 I. C. C. 677, the Commission, in dealing 
with substitution, said: “It is possible to preserve the identity 
of each individual bale of cotton throughout the course of its 
transportation. Nevertheless, the practical necessities of the 
situation make it highly desirable from the standpoint of both 
carriers and shippers that the physical substitution of one bale 
for another in transit should be permitted, and no sufficient 
reason appears for requiring this practice to be discontinued. 
We cannot, however, condone the continuation of substitution 
practices which undermine the integrity of established through 
rates.” 

The new rules were first proposed to be made effective 
September 1. The effective date, however, was postponed first 


to September 16 and then to September 25. 
Objections of shippers to various features of the new rules 
caused the carriers to reconsider the matter. 


When they had 
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done so they filed a sixth section application to make changes 
on short notice. The Commission allowed some of the changes 
to be made and denied others. The rules that were allowed to 
become effective are as follows: 


1. The substitution of truck, wagon, boat or barge cotton for 
rail cotton will not be permitted. 

2. The substitution of a square bale of cotton for a round bale of 
cotton, or the substitution of a round bale of cotton for a square 
bale of cotton will not be permitted. 

3. When cotton is disposed of locally or is moved from transit 
station by truck, or wagon or by barge or boat, in connection with 
which there are no joint through rates from origin to destination, 
the freight bill on the identical cotton will be canceled and made 
non-available for transit, and in making such cancellation, no 
substitution will be permitted. Not applicable at the ports. 

4. The substitution of a bale of cotton arriving by rail for an- 
other bale of cotton arriving by rail will be permitted without re- 
striction except as follows: 

When freight bills are surrendered from origins more than 125 
miles, short line distance, from the transit station, the following 
will apply (see notes 1, 2, 8, 4, 5): 

(a) If the cotton actually reshipped is not the identical cotton 
covered by the freight bill surrendered, the claimant must accompany 
his claim with a certificate showing the exact origin of the cotton 
and the rate paid into the transit station. 

(b) The through rate to be protected will be the through rate 
from the origin point covered by the freight bill, or from the transit 
station, whichever is higher, plus any accessorial charges, if any, 
that may be applicable. 

(c) The amount of refund or credit allowed on the freight bill 
surrendered shall not be more than would be allowed on a freight 
bill from the actual origin of the cotton, as shown by the certificate 
accompanying the claim. 

Note 1. Will not apply in connection with shipments originating 
at P. & S. F. stations, Hoover to Amarillo, Tex. 

Note 2. Cotton originating at the following stations on the K. 
c. S. Ry., also on their short line connections, Watts, Okla., to 
Shreveport, La. (505-1045), may be substituted without restrictions 
when concentrated at Shreveport, La., Texarkana, Ark.-Tex., or 
Ashdown, Ark. 

Note 3. On cotton originating at L. & A. stations not more 
than two hundred miles from New Orleans, La., via the L. & A., 
= at New Orleans, La., will be permitted without restric- 

ion. 

Note 4. On cotton originating at T. & P. stations not more than 
two hyndred miles from New Orleans, La., via the T. & P., substitu- 
tion at New Orleans, La., will be permitted without restriction. 

Note 5. On request—On cotton originating at T. & N. O. sta- 
tions not more than two hundred miles from New Orleans, La., via 
the T. & N. O., substitution at New Orleans, La., will be permitted 
without restriction. 


The effect of the new rules is generally to permit substitu- 
tion from points of origin not more than 125 miles from the 
transit point without restriction but from points of origins more 
than 125 miles from the transit point the shippers must comply 
with the terms set forth in the rules. The carriers, in their 
sixth section applications, asked for authority to increase from 
125 to 300 miles the distance under which substitution would be 
granted without restriction. That part of the application, how- 
ever, was denied. Changes made by the carriers under their 
sixth section permissions removed some of the objections made 
by the protesting cotton interests. 


NEWSPRINT FOR CHICAGO 


The Commission, by division 2, by fourth section order No. 
12021 (not a report and order), has authorized parties to Kipp’s 
I. C. C. A-2537 and Canadian Pacific I. C. C. No. W-819, to estab- 
lish and maintain over their routes, a rate of 28 cents a hundred 
pounds, on newsprint paper, carload minimum weight 40,000 
pounds, from Port Arthur, Fort William and West Fort William, 
Ont., Canada, to Chicago, Ill., and maintain higher rates to 
intermediate points. The permission is subject to the conditions 
that the rate shall not apply over any route more than 50 per 
cent longer than the short line or route and that the rate shall 
not be increased except as authorized by the Commission or 
exceed the lowest combination. 


S. W.-W. T. L. COMMODITY RATES 


Southwestern lines in No. 13515, Corporation Commission 
of Oklahoma vs. A. & R. et al. and associated cases, fourth sec- 
tion orders No. 9500 and 9600 and the Commission’s fourth sec- 
tion application No. 462 and others, S. W. F. B. No. B1163, have 
asked the Commission to postpone the effective date of its sup- 
plemental order of May 31 for nine months beyond November 3, 
so far as the order pertains to railway material, sewer pipe and 
drain tile. They ask for postponement on the ground that they 
are unable to comply with the Commission’s order by Novem- 
ber 3. 

The supplemental order of May 13 required or pertained to 
the establishment of rates on commodities produced or manu- 
factured in the southwest, including Texas and Oklahoma differ- 
ential territories, or in Kansas-Missouri territory, for applica- 
tion from points therein to the southwestern gateways, Missouri 
River cities and points in defined territories, gateways and cities 
as defined in that proceeding. 

With respect to railway material the southwestern lines 
said that several questions had arisen as to this adjustment 
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requiring further consideration. In addition to that, the peti- 
tion said, the personnel assigned to working out the details 
of the adjustment and providing necessary routing had been 80 
pressed with similar matters that it had been impossible to main- 
tain a complete force to finish the work. 

In regard to sewer pipe and drain tile, reference was made 
to rates from points in Missouri to destinations in western trunk 
line territory. The southwestern lines said that that matter 
required a discussion with the lines in W. T. L. territory and 
proposed corrections in rates in western trunk line territory. 
The petition said it became necessary to issue new public pro- 
posals, and that the matter was now under consideration under 
the later proposals, but that it would not be possible to com- 
plete consideration in time to make publication by the date 
required. 





PETITIONS FOR REHEARING, ETC. 


No. 26511, Wilson & Toomer Fertilizer Co. vs. C. & O. et al. 
Complainant asks for reconsideration. 

No. 25416, Atlantic City Coal Dealers’ Credit Bureau et al. vs. 
Atlantic City Railroad et al. Complainants ask for reconsideration 
by the entire Commission. 

Il. and S. No. 4133, export and coastwise cotton, Texas to New 
Orleans. The New Orleans Joint Traffic Bureau has filed motion for 
vacaton by the entire Commission of suspension order of August 
31, issued by division 2, or in the alternative for assignment of pro- 
ceedings for immediate hearing. 

No. 25815, Consolidated Wagon and Machine Co. et al. vs. B. & 
O. et al. Defendants ask the Commission to modify and amend the 
third paragraph of its order of August 13, on reconsideration. 

No. 26725, E. Steen & Brother vs. B. & O. et al. Egil Steen & 
Edwin S. Steen, trading as E. Steen & Brother, ask the Commission 
for modifications of the report by division 2, decided July 17. 

No. 20693, Ichabod T. Williams & Sons Co. vs. A. C. L. et al. 
Defendants by J. E. Tilford, chairman, Southern Freight Association, 
their agent, ask the Commission to vacate and set aside orders of 
December 31, 1929, and October 27, 1930. 

Finance Nos. 3197 and 5104, construction of line by Waco, Beau- 
mont, Trinity & Sabine Railway Co. Waco, Beaumont, Trinity & 
Sabine Railway Co. and Paul T. Sanderson, its receiver, have filed 
a motion to dismiss, and reply to protestants’ petition for an order 
requiring applicant to file revised return to questionnaire, or in the 
alternative, revised traffic and revenue estimates. : 

No. 25813, Corning Glass Works vs. Pennsylvania et al. De- 
fendants ask for reopening for further consideration with respect 
- — of the rate in the past from Mapleton to Valley 
Falls, R. I. 





COMMISSION ORDERS 


No. 26106, Great Lakes Steel Corporation vs. D. T. & I. et al. 
Petition of the Great Lakes Steel Corporation for reconsideration, 
rehearing or reargument denied. 

Finance No. 7132, Colorado & Southern Railway Co. abandonment. 
At the request of the Colorado & Southern Railway Co. proceeding 
— and assigned for further hearing at a time and place to be 
xed. 

Ex Parte No. 104, part II, iron-ore mining companies stock-pile 
allowance. Order entered on August 12, 1935, effective September 30, 
postponed until further order of the Commission. Proceeding reopened 
for further hearing on such dates and at such places as the Com- 
mission may hereafter direct so far as it relates to the propriety 
and lawfulness of allowances paid to iron-ore mining companies for 
the performance of spotting service at mine stock piles of the com- 
panies, or the performance of this service without charge by the 
oS ty owe oh, ty mo. FP. & 8.8. SM. C. & N. W., C.. EM. 
st. P. & P.. D. &. &. & A., and the L. 8. € I. 

Ex Parte No. 104, part II, Great Lakes Steel Corporation ter- 
minal allowance. Petition by the Great Lakes Steel Corporation for 
vacation or suspension of the Commission’s order of July 12, 1935, 
and for reconsideration, rehearing or reargument before the entire 
Commission denied. 

I. and S. No. 4118, phosphatic sand from Florida to southern 
points. Motion of the American Cyanamid Co. to vacate order of 
suspension overruled. 

No, 26935, Agar Packing & Provision Co. et al. vs. Alton et al. 
George A. Hormel & Co. permitted to intervene. 

No. 26717, Chicago Live Stock Exchange vs. A. & S. et al. George 
A. Hormel & Co. permitted to intervene. 

No, 26454, Northwestern Turkey Growers’ Association vs. B. & 
O. et al. Second ordering paragraph of the order of May 17, 1935, 
modified so as to name the points of origin in Colorado, Idaho, Mon- 
tana and Utah from which the rates prescribed shall apply to des- 
tinations in Massachusetts, New York, New Jersey and Pennsylvania, 
the new rates so ordered between specified points to be made effec- 
tive not later than November 28. 

Finance No. 10943, application of Charles M. Thomson, trustee 
of Chicago & Eastern Illinois Railway Co., for certificate jointly to 
use the passenger station of the Louisville & Nashville Railroad Co. 
in Evansville, Ind. Louisville & Nashville Railroad Co. permitted 
to intervene. 

No. 26974, Diamond Crystal Salt Co. vs. A. & W. et al., No. 26975, 
Colonial Salt Co. vs. A. & W. et al., and No. 26976, Union Salt Co. 
vs. A. & W. et al. Champion Fibre Co. permitted to intervene. 

Ex Parte No. 104, part II, Louisville Cement Co. terminal allow- 
ance. Proceeding reopened for further hearing on such dates and 
at such places as the Commission may hereafter direct so far as 
the proceeding relates to the propriety and lawfulness of the allow- 
ance paid by the Pennsylvania Railroad to the Louisville Cement Co. 
for the performance of spotting service at the latter’s plant. Pending 
the rehearing the order of the Commission of August 12, in the 
thirty-eighth supplemental report in this proceeding, to remain in 
full force and effect. 


SUSPENDED TARIFFS 


In I. and S. No. 4139, the Commission has suspended from 
September 20 until April 20 schedules in supplement No. 97 to 
Pope’s I. C. C. No. 1699, supplement No. 66 to joint tariff, Cur- 
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lett’s I. C. C. No. A-419, Jones’ I. C. C. No. 2674, and Young’s 
I. C. C. No. 1794, and in various other tariffs. The suspended sched. 
ules propose to cancel the existing carload commodity rates on 
soapstone and tale applicable from points in Southern to Officia] 
territory or from Official to Southern territory, and apply gen. 
erally in lieu thereof 20 per cent and 15 per cent of first class 
rates, dependent upon the grade of the commodity, which would 
result in both increases and reductions. 

In I. and S. No. 4140, the Commission has suspended from 
September 20 until April 20 schedules in supplement No. 6 to 
Dearborn’s perishable protective tariff, I. C. C. No. 7. The sus- 
pended schedules propose to cancel the existing provisions 
authorizing free transportation of caretakers with carload ship. 
ments of fresh fruits and vegetables moving under shippers’ 
protective service against cold throughout the United States. 

In I. and S. No. 4141, the Commission has suspended from 
September 26 until April 26 schedules in supplements Nos, 11 
and 12 to Kipp’s I. C. C. No. A-2564, and supplements Nos. 80 
and 81 to Peel’s I. C. C. No. 2473 joint with Kipp’s I. C. C. No. 
A-2352. The suspended schedules propose to revise the rates 
on bananas and cocoanuts, carloads, from the Gulf ports and 
Texas border points to destinations in Colorado and southern 
Wyoming, which would result in both increases and reductions. 
The revision on bananas was made in purported compliance with 
the decision and order in Docket No. 25600. 


CHICAGO BELT STORAGE 


Complainants in docket 26910, Illinois Association of Mer- 
chandise Warehousemen vs. Belt Railway of Chicago, heard 
before Examiner Worthington at Chicago, September 23 and 24, 
made their case largely by using subpoened witnesses, officials 
of the defending railroad. The subject of complaint was the 
Belt Railway’s tariff I. C. C. 168, naming an inbound switching 
rate of one cent from docks and industries on the lines of that 
road on freight destined for storage, on which a further switch- 
ing movement was to be performed outbound from the ware- 
house. Under the tariff the full switching rate was to be 
collected inbound and a refund down to the one cent a hundred 
pounds made when the full switching rate was paid outbound. 

Subpoened witnesses included J. R. Barse, vice-president 
and general counsel for the belt; George H. Shreeve, superin- 
tendent of car service, and F. J. Wasson, general traffic manager 
and industrial manager. The point Cornelius Lynde, attorney 
for the warehousemen’s association, tried to make in question- 
ing these witnesses was that the Belt practice was, in fact, 
giving the Crooks Terminal Warehouses, Inc., an advantage over 
the 29 warehouse members of the association. The rate, it 
developed, applied in practice only to the Crooks warehouse 
at Clearing and was used almost exclusively on sugar moving 
from the 102d Street docks to that warehouse. The contention 
was that the full switching rate—three cents for a one-line haul 
—ought to be paid both inbound and outbound. 

By questioning Mr. Barse, Mr. Lynde tried to bring out 
the terms under which the Crooks company subleased space 
at the docks from the railroad company. This was intended 
to prove the allegation of an Elkins act violation in the com- 
plaint. On objection from Noel D. Belnap, attorney for the 
Crooks organization, interveners, however, the examiner ruled 
that line of testimony irrelevant. 

The contention of the defendants was that the movement 
from the docks to the warehouse was not comparable with the 
average switching movement on their lines, since there was 
always a surplus of empty cars at the docks and since cars 
unloaded at the warehouse were almost invariably loaded out- 
bound. In addition, they pointed out, the haul from the docks 
to the warehouse was somewhat shorter than the average switch- 
ing movement on which the one-line three cent rate was based. 


EMERGENCY FREIGHT CHARGES 


The Commission in No. 27138, emergency freight charges 
within Utah, has initiated a thirteenth section proceeding on 
account of the refusal of the Public Service Commission of 
Utah to authorize or permit emergency charges on intrastate 
traffic similar to those authorized by the Commission on inter- 
state traffic in Ex Parte 115, Emergency Freight Charges, 1935, 
208 I. C. C. 4. A hearing is to be had on the subject by Examiner 
Weems at the Hotel Utah, Salt Lake City, Utah, October 10, at 
10 o’clock a. m. 


CHANGES IN DOCKET 


Hearing in I. & S. No. 4120, assigned for September 25 at St. 
Louis, before Examiner Taylor, was canceled and reassigned for 
October 14, at the Rooms of the Public Utilities Commission, Denver, 
Colo., before Examiner Weems. 

Hearing in I. and S. 4113 and 1st supplemental order, assigned 
for September 27, at Evansville, Ind., before Examiner Fuller, was 
postponed to a date to be hereafter fixed. 

Further hearing in No. 16250, assigned for September 28, at In- 
dianapolis, Ind., before Examiner Fuller was canceled. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of South Carolina.) Rights and liabilities 
respecting damage to goods moving in interstate commerce 
under through bills of lading depend on acts of Congress, agree- 
ments between parties, and common-law principles accepted and 
enforced in federal courts. (Woodruff Oil & Fertilizer Co. vs. 
Charleston & W. C. Ry. Co., 180 S. E. Rep. 793.) 

Interstate carriers held not liable to shipper under Carmack 
Amendment for loss caused by consignee’s refusal to accept 
goods after inspection which was permitted by connecting car- 
rier contrary to provisions of bill of lading where there was 
no loss, injury, or damage to shipment, since permitting in- 
spection did not constitute a “conversion” (Carmack Amend- 
ment, 49 USCA, Sec. 20).—Ibid. 

To recover for conversion of property against carrier, delict 
must be cause of injury (Carmack Amendment, 49 USCA, Sec. 
20).—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Superior court will not 
interfere with administrative rulings of Public Service Com- 
mission, unless rulings are clearly unreasonable or violative of 
law or show flagrant abuse of discretion. (Hubert vs. Public 
Service Commission, 180 Atl. Rep. 23.) 

Refusal of Public Service Commission to issue certificate 
of public convenience to operate motor vehicles for transfer of 
freight held not abuse of discretion, where applicant for several 
years had persistently flouted and defied Public Service Com- 
pany Law and orders of commission, whether or not such serv- 
ice, when carried on by some proper person, might be advis- 
able and for public convenience (66 PS, Sec. 1, et seq.).—Ibid. 

Public Service Commission can consider fitness of applicant 
for certificate of public convenience to operate motor vehicles 
for transfer of freight in light of his past record.—lIbid. 

While same person can engage in one line of business as 
common carrier and in another line of business as.’private car- 
rier, same facilities cannot be used at same time in both com- 
mon carrier and private carrier transportation.—Ibid. 

Common carriers of goods and freight by truck in interstate 
commerce in Pennsylvania could not receive and transport in 
same trucks any goods in Pennsylvania in intrastate commerce 
without subjecting themselves to jurisdiction of Public Service 
Commission as to such intrastate carriage and first securing 
certificate of public convenience from Public Service Commis- 
sion.—Ibid. 

Common carrier, whether individual or corporate, who is 
transporting goods or freight by truck in interstate commerce, 
cannot at same time, on same trip, and with same truck, haul 
or transport goods or freight as private carrier.—Ibid. 

Public Service Commission was warranted in ordering com- 
mon carrier of goods by trucks in interstate commerce in Penn- 
sylvania to cease and desist transporting in same trucks any 
goods in intrastate commerce in Pennsylvania, notwithstanding 
that carrier professed to transport goods in intrastate commerce 
as private carrier, and carrier’s failure to obey such cease and 
desist orders was violation of Public Service Company Law, and 
warranted commission’s refusal of carrier’s application for cer- 
tificate of public cénvenience to transfer goods and freight in 
— commerce in Pennsylvania (66 PS, Sec. 1, et seq.).— 

id. 





(Supreme Court of Errors of Connecticut.) In action for 
injuries sustained by automobilist when automobile collided 
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with truck being used in construction of highway, where there 
was evidence that truck owner had completed work he had been 
employed by town to do as independent contractor, whether 
owner was still working for town as independent contractor 
when accident occurred, so as to relieve town from liability for 
truck driver’s negligence, held for jury (Gen. St. Supp. 1931, 
Secs. 258a to 264a; Gen. St. 1930, Secs. 1411, 1494,,1506). (Tier- 
ney vs. Correia, 180 Atl. Rep. 283.) 

Where owner of truck hired out truck and driver to town 
and driver was engaged in performing work for which truck was 
hired, whether driver’s business was that of general employer or 
of town is determined by extent of control town had over driver. 
—Ibid. 

Where town had control over driver and truck owned by 
third party merely for accomplishing intended result, driver was 
engaged in business of owner of truck; but, where town had 
complete control over driver’s operation of truck, driver was 
engaged in business of town.—Ibid. 

Where truck and driver are hired from owner of truck for 
use in work undertaken by hirer, who is in charge of work and 
directs how work shall be carried on, whether driver is subject 
to direction and control of owner or hirer is ordinarily one of 
fact to be determined from all circumstances.—Ibid. 

Where town in constructing highway sublet portions of work 
to owner of truck at unit prices and truck driver employed by 
owner of truck injured automobilist while engaged in such work, 
and there was evidence from which jury might have found that 
town officials in charge of work exercised control over work, 
extent of town’s control over driver held for jury, in determin- 
ing whether driver was employe of owner of truck or was a 
loaned employee (Gen. St. Supp. 1931, Secs. 258a to 264a; Gen. 
St. 1980, Secs. 1411, 1494, 1506).—Ibid. 

Ordinarily, town constructing and repairing highways with- 
in limits of town is engaged in performance of governmental 
act (Gen. St. Supp. 1931, Secs. 258a to 264a; Gen. St. 1930, Secs. 
1411, 1494, 1506) .—Ibid. 

Where town in constructing highway sublet portions of work 
to owner of truck at unit prices and truck driver employed by 
Owner injured automobilist while engaged in such work, town 
could not avoid liability on ground that it was engaged in per- 
formance of governmental function, where town constructed 
highway for its specific corporate benefit and pecuniary profit 
(Gen. St. Supp. 1931, Secs. 258a to 264a; Gen. St. 1930, Secs. 
1411, 1494, 1506) —Ibid. 

In action for injuries sustained when truck and automobile 
collided while truck was being used in construction of highway 
by town, complaint charging that truck driver was loaned to 
town by owner of truck, that driver was under personal direc- 
tion and control of selectmen of town, and that driver was 
employe of owner and was operating truck in scope of employ- 
ment, held to state cause of action against owner notwithstand- 
ing complaint contained no claim for alternative relief based 
upon alternative construction of plaintiff’s cause of action, after 
trial without objection (Practice Book, 1934, p. 30, sec. 38).—Ibid. 

Where automobilist was injured in collision between auto- 
mobile and truck being used in construction of highway by town 
which had sublet portions of work to owner of truck at unit 
prices, charge that town was not liable for driver’s negligence, 
since driver was employe of owner of truck, who was an inde- 
pendent contractor, held reversible error, since charge made 
owner liable for driver’s negligence, although jury under proper 
instructions could have found that driver was not engaged in 
owner’s business.—Ibid. 

Where complaint, in action for injuries sustained by auto- 
mobilist in collision between truck and automobile on highway, 
alleged that plaintiff was passenger in automobile and defend- 
ants offered proof that after accident plaintiff was found behind 
wheel of automobile and that plaintiff claimed he was driving 
automobile, plaintiff was entitled to recover if he proved that 
he was not negligent, as against contention that variance pre- 
cluded recovery, since identity of driver of automobile was inci- 
dental element affecting only chargeability of guilty party with 
negligence.—Ibid. 





(Circuit Court of Appeals, Eighth Circuit.) Appellate court 
must view evidence in light most favorable to plaintiff for whom 
jury found, and give him benefit of such favorable inferences 
as may reasonably be drawn therefrom. (Thomas vs. Slavens, 
78 Fed. Rep. (2d) 144). 

Act of servant, done to effect some independent purpose of 
his own, wholly disconnected with his employment, temporarily 
suspends relation of master and servant, and master is not 
liable for servant’s act during such time.—Ibid. 

Deviation by servant from scope of employment must be so 
substantial as to constitute an entire departure from such em- 
ployment for purposes entirely personal to servant, in order to 
relieve master from liability for servant’s act.—Ibid. 

Where servant, notwithstanding deviation from scope of 
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employment, is still to some extent enagegd in master’s business, 
it is immaterial that he may also have combined with this 
some private purposes of his own, as respects master’s liability 
for servant’s acts.—Ibid. 

Question whether servant’s deviation was such as to pre- 
clude recovery from master for servant’s acts is for jury, where 
deviation is uncertain in extent and degree, or where surround- 
ing circumstances leave room for legitimate inferences as to 


whether, notwithstanding deviation, servant may still be engaged . 


in master’s business.—Ibid. 

Whether driver was acting within scope of employment for 
owner of truck line when truck struck plaintiff as it was being 
backed out of driveway at side of house in which plaintiff lived, 
to be driven to convenient place where driver might eat after 
having delivered furniture to plaintiff's house, there being un- 
delivered freight on truck at the time, held for jury.—Ibid. 





(Circuit Court of Appeals, Fifth Circuit.) Private owner of 
refrigerator cars held liable to railroad carrier transporting cars 
for excess of empty over loaded mileage where owner had pos- 
session of cars when they were rented to shipper, notwithstand- 
ing that another railroad had prior but not exclusive right to 
use of cars (Interstate Commerce Act, Sec. 1(14), 49 USCA, Sec. 
1(14)). (North Western Refrigerator Line vs. Ervin, 78 Fed. 
Rep. (2d) 186.) 

Interstate Commerce Commission Mileage Tariff rule re- 
quiring mileage equalization of empty and loaded movement of 
private cars has force of law and railroad carrier has power 
and is under duty to enforce rule as against shipper and private 
car owner (Interstate Commerce Act, Sec. 1(14), 49 USCA, Sec. 
1(14) ).—Ibid. 

Under Interstate Commerce Commission rule requiring pri- 
vate owner’s cars to be equalized as between empty or loaded 
movement by owner, either by mileage equivalent in loaded 
movement or by payment fer excess mileage at rate specified in 
tariffs on file with commission, payment required was at rate 
specified in classification of 11 cents plus mileage plus allow- 
ance of 2 cents per mile, which railroad carrier was required to 
pay, and owner had reasonable time to equalize empty mileage 
by loaded mileage before carrier could proceed to enforce pay- 
ment (Interstate Commerce Act, Sec. 1(14), 49 USCA, Sec. 
1(14).—Ibid. 

In action against private owner of refrigerator cars by rail- 
road carrier transporting cars for excess of empty over loaded 
mileage, trial court had discretion to permit railroad accountant, 
under whose supervision monthly mileage reports were made, to 
testify from reports without requiring production of indiscrim- 
inate mass of daily reports made by conductors (Interstate 
Commerce Act, Sec. 1(14), 49 USCA, Sec. 1(14)).—Ibid. 





(Supreme Court of North Dakota.) Statute imposing mile- 
age charge on motor trucks operating on state highways solely 
in interstate commerce held not unconstitutional as imposing 
burden on or interfering with interstate commerce (Laws 1933, 
c. 162; Const. U. S., art. 1, Secs. 8-10). (State vs. Goeson, 262 
N. W. Rep. 70.) 

State may impose on motor vehicles engaged exclusively in 
interstate commerce a charge as compensation for use of high- 
ways so long as charge is fair contribution to cost of construc- 
tion and maintenance of highways and of regulation of traffic 
(Laws 1933, c. 162).—Ibid. 

In absence of federal legislation, state may prescribe uni- 
form regulation reasonably necessary for public safety and order 
in respect to operation on its highways of motor vehicles mov- 
ing in interstate commerce.—lIbid. 

Statute requiring motor trucks operating on highways of 
state solely in interstate commerce to pay mileage charge 
graduated according to size and weight of vehicle held not dis- 
criminatory (Laws 1933, c. 162).—Ibid. 

Statute requiring mileage charge imposed on motor trucks 
operating on highways of state solely in interstate commerce 
to be paid into auto transportation fund held not unconstitu- 
tional where such fund was used for purpose of supervision and 
regulation of transportation over public highway by motor pro- 
pelled vehicles (Laws 1933, c. 162; Laws 1931, c. 188).—Ibid. 

Statute imposing mileage charge on motor trucks operating 
state highways held not confiscatory and not discriminatory 
because applicable only to trucks operating on highways in in- 
terstate commerce for hire (laws 1933, c. 162; Const., Sec. 13). 
—Ibid. 

Statute imposing mileage charge on motor trucks operating 
on state highways solely in interstate commerce held to comply 
with Constitution requiring bill to cover but one subject set 
forth in title (Laws 1933, c. 162; Const., Sec. 61).—Ibid. 

Statute imposing mileage charge on motor trucks operating 
on state highways solely in interstate commerce held not to 
violate Constitution requiring every law imposing tax to state 
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distinctly object thereof (Laws 1933, c, 162; Const., Sec. 175) — 
Ibid. 

Obtaining certificate of convenience and necessity to operate 

motor truck from state board of railroad commissioners held not 
to entitle holder of certificate to escape liability under statute 
imposing mileage charge on motor trucks operating on state 
highways solely in interstate commerce (Laws 1933, c. 162; Laws 
1931, c. 188).—Ibid. 
- Truck used in intrastate commerce so that it pays annual 
motor license fee is not required to pay mileage fee in addition 
for every interstate commerce trip, since it would not be en. 
gaged exclusively in interstate commerce (Laws 1933, c. 162). 
—Ibid. 

One not affected by statute cannot question constitutionality 
of statute.—Ibid. 





(Court of Civil Appeals of New York.) Shipper held not 
entitled to maintain action against carrier to recover excessive 
rate charges, since rates fixed in tariff schedules filed by carrier 
were lawful until changed by Public Service Commission and 
remedy provided by Public Service Law is exclusive (Public 
Service Law, Secs. 26, 28, 29, 33, 35, 49, 56). (Purcell vs. New 
York Cent. R. Co., 197 N. E. Rep. 182.) 





(Court of Civil Appeals of Texas. Galveston.) Deciding 
point in determining whether one is “employe” or “independent 
contractor” is right of control of ultimate details of employment. 
(Haden Co. vs. Riggs, 84 S. W. Rep. (2d) 789.) 

That name of building material company appeared on side 
of truck which killed child was not evidence that building ma- 
terial company owned truck, but merely raised presumption of 
ownership, which vanished in face of undisputed direct evidence 
showing that driver of truck at time of accident was not an 
employe of building material company, but was employe of 
owner of truck who contracted to haul sand for building mate- 
rial company.—Ibid. 

Truck owner who hauled sand for building material com- 
pany, which paid owner for amount of gravel hauled, did not 
regulate routes over which hauling was done or supervise time 
of work or how work should be done, and which had no control 
over driver of truck, who was hired and paid by owner of truck, 
was an “independent contractor,’ and driver was “employe” 
of truck owner and not of building material company, so that 
building material company was not liable for death of 5 year 
old child who was struck by truck, notwithstanding that name 
of building material company was painted on truck for adver- 
tising purposes; that hauling contract was oral, and that all of 
owner’s trucks had been exclusively used for two years to carry 
out such contract.—Ibid. 

Where evidence concerning parol contract is clear, certain, 
and definite, contract is entitled to same consideration as is 
written contract.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





(District Court, E. D. New York.) Lighterage company em- 
ployed by ship’s agent to transport goods at ship’s expense but 
at owner’s risk to another ship for carriage to final destination, 
and lighterage company and lighter employed by first company 
to do the work, held acting only as bailees to transport for hire 
and not as common carriers. (The Bowling Green, 11 Fed. Supp. 
109.) 


To recover against lighterage company acting as bailor to 
transport for hire for cargo loss and damage, negligence must 
be shown.—Ibid. 


Where any presumption of unseaworthiness or negligence 
arising from careening of private carrier’s lighter was rebutted 
by affirmative evidence of seaworthiness, proper stowage, and 
pumping, duty of going forward and proving negligence rested 
upon parties seeking to hold lighter and others liable for cargo 
loss and damage.—Ibid. 

Positive evidence as to existence of projection on lighter 
causing loss and damage to cargo of another lighter and con- 
ditions shortly after accident held of greater weight than nega- 
tive evidence concerning such matters a few days later.—lIbid. 

In libels involving loss and damage to cargo of one lighter 
by another moored alongside, leaving of considerable slack in 
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mooring lines of lighter not containing cargo involved when 
there was considerable wind and there was no one left aboard 
to tend lines, so as to permit pounding of lighter containing 
cargo, held negligence.—Ibid. 

Where lighterage company in suit against it for cargo loss 
and damage impleaded others, and charged that they caused 
loss and damage, lighterage company held bound to prove by 
fair preponderance of the evidence that accident resulted from 
negligence of impleaded respondents or of one of them (Rules 
in Admiralty, rule 56, 28 USCA following section 723).—Ibid. 

In suit involving loss and damage to cargo in lighter, evi- 
dence held to show that another lighter which was moored 
alongside with slack lines when there was considerable wind 
and with no one aboard so that such lighter could pound lighter 
containing cargo was solely at fault.—lIbid. 

Where goods were lost and damaged while in lighter em- 
ployed by ship to take them at ship’s expense but at owner’s 
risk to another ship, which was to carry them to final destina- 
tion, holders of bill of lading held entitled to recover damages 
from another lighter which was solely at fault, since presump- 
tion Was that holders bore loss when they transferred bill of 
lading.—Ibid. 

Where steamtug negligently moored lighter alongside an- 
other lighter and thereby caused cargo loss and damage, com- 
pany owning steamtug and lighter could limit liability only by 
surrender of both steamtug and lighter and not by surrender of 
lighter alone.—Ibid. 


TERMINAL ALLOWANCE LITIGATION 


Iron ore mining companies and steel companies carrying 
on mine operations, in equity No. 14799, Wisconsin Steel Co. 
et al. vs. United States, Great Northern et al., in the northern 
district of Illinois, eastern division, have asked the federal court 
to enjoin the enforcement of the Commission’s thirty-first sup- 
plemental order in the terminal allowance case, forbidding the 
railroad company to pay an allowance to them for the services 
rendered and facilities furnished by them in the upper lake ore 
mining region. The corporations, other than the Wisconsin 
Steel Co., are the International Harvester Co., Butler Brothers, 
Inland Steel Co., Bennett Mining Co., Crete Mining Co., Inter- 
State Mining Co., Wheeling Steel Co. and Susquehanna Ore Min- 
ing Co. The order in question deals with allowances for what 
are known as ore “stock pile” operations. 


“The Commission has no power,” asserts the petition, for an 
injunction, “to prohibit the respondent railroad company from 
employing each petitioner to furnish services or facilities in the 
transportation of each petitioner’s property. The Commission 
has power only to determine whether the amount‘of the allow- 
ance paid by the respondent railroad company to each peti- 
tioner for service and facilities is more than is just and rea- 
sonable for such services rendered and facilities furnished and 
to fix a limit which shall not be exceeded in the payment there- 
for.” 

A similar proceeding has been begun in equity No. 558, East 
Chicago Dock Termimal Co. vs. United States et al., in the north- 
ern district of Indiana, Hammond division. The prayer is for 
an injunction forbidding the enforcement of the Commission’s 
sixth supplemental order in the terminal allowance proceeding. 
It was set for hearing at South Bend, Ind., September 26. 


VANDERBILT CLAY CASE 


The federal district court for Delaware, in Equity No. 1070, 
Baltimore & Ohio Railroad Co. et al. vs. United States of Amer- 
ica, has denied an injunction sought by the railroads forbidding 
the enforcement of the Commission’s order in R. T. Vanderbilt 
Co., Inc., et al. vs. A. C. L. et al. establishing rates on china 
clay or kaolin from points in the south to destinations in central, 
trunk line and New England territories and awarding reparation. 
The case is known as the Vanderbilt Clay Case. 

The railroads, according to the court, attacked the theory 
on which they thought the order of the Commission was based. 
Their thought was that the Commission in making rates for 
transportation on land, or dry rates, as the court said, made 
them lower than otherwise on account of water competition in 
trunk line and New England territories. The court did not 
accept their theory. 

The opinion was written by District Judges Dickinson and 
Nields. Circuit Judge Buffington, the other member of the court, 
dissented. In part, the court said: 


The bill asks that the orders be set aside. The Interstate Com- 
merce Commission is a rate making body. This court is not. It is 
Settled so finally that citations of authority to establish the prin- 
ciple are uncalled for, that the enforcement of such orders may not 
be restrained merely because the court differs in judgment from the 
Commission as to what the rate should be. The court may enjoin 
only when the rate was fixed by the Commission without evidence 
to support the order, and thus was, in the accepted phrase, arbi- 
trary or capricious, or was based upon the application of an unsound 
principle of law. The formal complaint is of both. There is no com- 
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plaint that the rate fixed is unduly low in the sense that it is, 
again in the accepted phrase, confiscatory. The absence of such 
complaint is doubtless due to the circumstance that the rates fixed 
by the Commission for central territory, which would be expected 
to command the highest rates, are higher than the rates which the 
carriers had themselves voluntarily established and still maintain. 
These voluntarily maintained rates are likewise lower than the maxi- 
mum established rates for New England territory against which 
the complaint is mainly directed. The plaintiffs have not availed 
themselves of the maximum rates fixed for central territory. There 
may of course be an explanation for this but without it on the face 
of things they would not be heard to complain of rates as too low 
when they themselves were voluntarily maintaining lower rates for 
a higher priced service. 

In compliance with the applicable equity rule, we file herewith 
answers to the requests submitted for findings of fact and conclu- 
sions of Law, and state our own findings and conclusions as follows: 

1. A finding by the Interstate Commerce Commission of a fair 
and reasonable maximum rate of charge to be made by railroads 
for interstate shipments, made upon supporting evidence received and 
considered and not made in violation of any rule of law, establishes 


the lawful rate. 

2. The finding in the instant case was made upon evidence which 
supports it and is in conflict with no rule of law. 

3. The report of the Commission vindicates its fact findings by 
a full and adequate reference to the supporting evidence before it 
and its conclusions by a statement of the legal grounds on which 


based. : 
4. The rates established by the Commission were fixed without 


reference to and were unaffected by any water carrying competitive 


rates. 
5. The instant bill should be dismissed, with costs, for want of 


equity. 
There is no need to make special reference to the adjudged cases 


further than to say that the conclusions reached are in accord with 
the cases to which we have been referred. 

To give definiteness of date for appellate and other purposes to 
the decree entered, none is now made, but a formal decree in ac- 
cordance with this opinion may be submitted. 


REIPARATION ON BORINGS 

The question as to what the Commission meant when it 
prescribed the sixth class basis as reasonable on iron borings 
in carloads from Pontiac, North Flint and Lansing, Mich., and 
Dayton, O., to Long Island City, N. Y., in its report in docket 
26436, Joseph Schonthal Company vs. C. R. R. of N. J., and a 
sub-number thereunder, 208 I. C. C. 548-547, enlivened what 
might otherwise have been a routine further hearing in the 
matter, held to receive reparation proof under rule V, before 
Examiner Worthington, at Chicago, September 21. Complain- 
ants, who had shipped 29 cars under the disapproved commodity 
rate of $8 a ton, insisted that the sixth-class basis meant the 
rate as it would have been applied had there been no commodity 
rate in effect. Under the classification and exceptions, they 
said, that rate was 31 cents and Was to be applied on tonnage 
on the basis of 2,000 pounds, although the shipments were in 
long tons of 2,240 pounds. Thus they arrived at a rate of $7.20 
a ton as compared with the commodity rate paid of $8 a ton. 
The difference amounted to some $700, the reparation claimed. 

Railroad witnesses, on the other hand, said a sixth class 
rate was a sixth class rate and that complainants had no right 
to dig back into the exceptions to the classification to find such 
a favorable construction for themselves. On the basis of the 
31 cent rate applied to tons of 2,240 pounds they figured the 
ton rate at $8.06, somewhat higher than the commodity rate. 
Therefore, they said, the complainants had no reparation coming 
at all. 


PLUMBERS’ GOODS IN THE SOUTH 


An attempt by the southern railroads to assist distributors 
of china and earthenware plumbers’ goods to meet the compe- 
tition of similar commodities made of iron and enameled iron 
met with a protest from producers in other territories because, 
they said, it disrupted the present competitive set-up as be- 
tween producers in the south and in those other territories. 
That was the burden of the testimony entered by protestants 
at the hearing in I. and S. 4127, classification of plumbers’ goods 
in the south, before Examiner Worthington, at Chicago, Sep- 
tember 20. The suspended schedules proposed to reduce the 
rating on the china and earthenware sinks, bathtubs and toilet 
bowls from 45 to 40 per cent of first class, the latter being the 
rating now carried on ironware and enamel goods. Producers at 
Kokomo, Ind., Tiffin, O., and Trenton, N. J., said that the 
commission should not allow the reduction to go in unless a 
similar reduction was made interterritorially so that they might 
share in it. They pointed out that the reduction in the south 
would increase the spread between the intra and inter terri- 
torial rates, which now ranges from 2 to 23 cents, to from 9 to 
30 cents. They also pointed out that there had been a proposal 
before the railroads to cancel commodity rates between other 
territories and the south, but because that hadn’t been done, 
they said, the proposed class rates were in fact lower than many 
of the commodity rates. 5 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for June, 
1935, shows 2,316 cars held overtime—a percentage of 07.22— 
as against 2,434 cars—a percentage of 06.283—for June, 1934, 
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TRANSPORTATION ASSOCIATION 


The board of directors of the Transportation Association of 
America met at the Union League Club, Chicago, September 25. 
No information concerning action taken at the meeting was 
made available other than that contained in the following state- 
ment issued at the offices of the association: 


To sustain the principles of individual enterprise and competi- 
tion in the operation of the nation’s transportation, the board of 
directors of the Transportation Association of America adopted a 
specific program of research, organization, and education at its meet- 
ing held in Chicago today i 

“The deplorable condition of the nation’s transportation systems,”’ 
said Thomas B. Huff, president, ‘‘is due largely to the lack of a sound 
national transportation policy in the public interest. The ‘corner- 
stone’ of this association will be the determination and adoption of 
such a policy. All of its functions will be pointed to this single 
objective. 

‘“‘Research,”? said Mr. Huff, ‘‘will be developed along two major 
lines: (1) The possibilities of coordinated service between each mode 
of transport, and (2) a determination of what can be done by each 
transport industry for the rendering of efficient service on the basis 
of a reasonable return on investment. The effect and necessity of 
government subsidy will be studied and the taxation question rep- 
resents a major consideration to the whole problem. 

“The nation’s total transportation bill, including the use of 
passenger automobiles, approximates twelve billion dollars annually 
and this total revenue must be used in a manner that will give 
the public the most convenient form of transportation, without un- 
necessary duplication and waste, and with a return upon capital 
invested. It is manifest that we cannot treat separately with each 
mode of transport and the development of any balanced system de- 
pends upon the proper use of all existing agencies. 

“This is a strictly public problem and should engage the atten- 
tion of all industry and users of transport services. The association 
will first foster the adoption of certain fundamental principles of 
cooperation between the various classes of transportation, predicating 
its research program step-by-step. 

“Public education will be conducted through the enlistment of 
membership of all groups in agriculture and industry, decentralizing 
this function through the inauguration of regional or state oreaniza- 
tions throughout the country. Offices of the association have thus far 
been established in Chicago, New York, St. Louis and Minneapolis.” 

The entire board of directors, composed of representatives from 
major agricultural, industrial, transportation and financial groups, 
unanimously concurred in the association’s program and _ policies. 
The following directors attended the meeting today: 

D. S. Adams, president, American Warehousemen’s Assn., Kansas 
City, Mo.; Sydney Anderson, vice-president and secretary, General 
Mills, Inc., Minneapolis, Minn.; Geo. A. Blair, general traffic manager, 
Wilson and Co., Inc., Chicago, Ill.; A. C. Carpenter, vice-president, 
Bemis Brothers Bag Co., St. Louis, Mo.; George R. Carr, vice-presi- 
dent, Dearborn Chemical Company, Chicago, Ill.; A. J. Davis, A. J. 
Davis and Company, St. Louis, Mo.; J. T. Fleishel, president, Cain- 
Hurley Lumber Company, St. Louis, Mo.; Homer B. Grommon, presi- 
dent, Farmers’ Grain Dealers’ Association of Illinois, Plainfield, IIl.; 
T. T. Harkrader, traffic director, The American Tobacco Company, 
New York, N. Y.: J. A. Hoffman, vice-president, The Motor Haulage 
Company, Inc., New York, N. Y.; J. M. Hood, president, The American 
Short Line Railroad Association, Washington, D. C.; Carl S. Horn, 
president, Nebraska Cooperative Creameries Inc., Omaha, Neb.; 
Thomas B. Huff, president, American Serum Co., Sioux City, Ia.; 
P. A. Lee, Farmers’ Grain Dealers’ Association of North Dakota, 
Grand Forks, N. D.; George B. Logan, general counsel, National 
Association of State Aviation Officials, St. Louis, Mo.; James Lee 
Loomis, president, Connecticut Mutual Life Insurance Company, 
Hartford, Conn; Roscoe C. Hobbs, president, Hobbs-Western Company, 
St. Louis, Mo.; James L. Madden, vice-president, Metropolitan Life 
Insurance Company, New York, N. Y.; Perrin C. Miller, executive 
vice-president, Albert Miller and Company, Chicago, Ill.; E. C. Net- 
tels, general traffic manager, General Foods Corporation, Battle 
Creek, Mich.; L. C. Newlands, vice-president and general manager, 
Oregon Portland Cement Company, Portland, Ore.; Stuyvesant Pea- 
body, president, Peabody Coal Company, Chicago, Ill.; J. J. Pelley, 


‘president, Association .of American Railroads, Washington, D. C.; 


A. A. D. Rahn, vice-president, Shevlin, Carpenter & Clarke Company, 
Minneanolis, Minn.; George E. Scott, president, American Steel Foun- 
dries, Chicago, Ill.: C. D. Sturtevant, president, Bartlett Frazier 
Company, Chicago, Ill., and H. G. Taylor, chairman, Western Associa- 
tion of Railway Executives, Chicago, II. 


TRANSPORT IN ECONOMIC SYSTEM 


Addressing the Executives’ Club of Chicago, September 27, 
on “The Place of Transportation in Our Economic System,” 
R. V. Fletcher, vice-president and general counsel of the Asso- 
ciation of American Railroads, said he wished to make it clear 
that he was not there as a special pleader for the railroads or 
for the purpose of advocating measures that would give them 
any undue or undeserved advantage at the expense of either of 
their principal competitors, the motor vehicles and carriers by 
water. He said he was not employed or instructed to advocate 
theories that were out of harmony with the principles of justice 
and fearing deal, though he was the servant of the railroad 
industry. 


“No one who occupies any position of responsibility in the 
railroad world has ever been heard in advocacy of any policy 
which would give the railroads anything beyond a fair and equal 
opportunity to demonstrate their value in a properly organized 
and rational economic order, conducted along lines of fairness 
and sanity,” said he. “The railroads, I earnestly assert, are 
not asking for subsidies, nor exemption from their fair propor- 
tion of the expense of government, nor special favors of any 
kind by which they will become the wards of the nation entitled 
to preferential treatment, 
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“They are not insisting that they shall be furnished with 
highways, constructed at public expense, so that they may be 
thereby relieved from the burden of heavy capital expenditures. 
Nor are they asking that they be given the privilege, accorded 
to their active competitor, the government Inland Waterways 
Corporation, of calling upon the burdened taxpayers of the 
country to absorb their operating deficits—amounting, in the 
case of the Federal Barge Line, to more than $900,000 in 1934. 
On the contrary, the railroads are doing no more than to pro- 
claim their right to fair and equal treatment before the law so 
that opportunity may be offered to the American people to deter- 
mine by actual experimentation just what is the place of the 
railroads in a transportation system, operated with due regard 
to all elements of costs, by whomsoever these costs are paid. 
It is from this point of view that I, as a railroad man, approach 
the problem.” 

Mr. Fletcher said that whatever might be the answer to 
present monentous and perlexing questions before the country, 
he had no confidence in bringing about a sound economic system 
as a direct result of government activities. He said those who 
believed that only through the workings of a government 
bureau could order be maintained in the domain of business, 
challenged, perhaps unconsciously, the whole theory of democ- 
racy. The bureaucrat, he said, either reflected the popular will 
or he did not. If the former, he said, then he had no excuse for 
existence, since the people could, obviously, be trusted to do for 
themselves that which they approved. If the latter, which was 
in reality what advocacy of regimentation involved, then we 
were led straight into the ranks of fascism, with what results 
might come. 

“Recognizing, as we must, that every one is entitled to the 
use of that form of transportation which is most convenient and 
economical,” said Mr. Fletcher, “good judgment would dictate 
that we endeavor to assign to each of these competing agencies 
the duty of performing the task to which it is best adapted. 
That is what we mean when we so glibly assert that all forms 
of transportation should, in the interest of economy and effi- 
ciency, be coordinated. . . . The manufacturer by whose door 
runs an improved highway built at public expense, or a so-called 
navigable river made so from the public bounty, can hardly be 
blamed for giving his business to a truck or a boat, able to quote 
a low rate because relieved of the expense of furnishing a high- 
way. 

Cost of Waterway Transport 


Discussing the real cost of transportation by waterway in 
comparison with cost by rail, the recent legislation in respect of 
motor vehicles and making brief reference to government owner- 
ship, Mr. Fletcher said: 


It is interesting to examine the facts as to the real cost of water 
and highway transport, taking into consideration not merely what 
is paid by the shipper but also what is paid by the taxpayer. In 
the case of commercial navigation on the Mississippi River the report 
of the Mississippi Valley Committee, an expert nonpartisan board 
appointed by the Secretary of Interior, Mr. Ickes, found that the 
government subsidy on the Mississippi amounted to 6 mills per ton per 
water-mile, or 9 mills per ton per rail-mile. The average rate per 
ton per mile on all traffic on all railroads averages less than 10 mills 
per ton-mile. We see, therefore, that, for every ton of freight shipped 
on the Mississippi, the taxpayers pay a sum which is almost equal 
to the rail charge if the freight had so moved. To this 9 mills of 
subsidy must be added what the shipper pays, presumably as much 
as 7 mills per ton per rail-mile. In other words, the cost of trans- 
porting freight by water on the Mississippi River is 13/5 the cost 
of rail transportation, not to mention the loss from increased interest 
charges due to slower movement. 

On the Ohio River, where there is an expensive lock and dam 
every twenty miles, and which carries more traffic than does the 
Mississippi, the cost per water-mile in the way of subsidies is 5 
mills per ton per mile. Translated into rail-miles, this figure would 
be substantially higher. When we examine some of the smaller 
streams, we have reason to be appalled at the staggering figures. 
On the Cumberland the federal subsidy ranges from 24 to 36 mills 
per ton per water-mile; on the Kentucky, 14 mills per water-mile; 
on Am Allegheny, from 19 to 89 mills, according to the depth of 
water. ’ 

These figures do not include the cost of operating boats nor 
handling the freight. They are federal costs only. For every ton 
of steel that moves from Pittsburgh to Cairo, the cost to the gov- 
ernment is approximately $5. On the New York Barge Canal, the 
successor of the historic Erie Canal, for every ton of freight that 
moved over it in 1933 the state paid 9.5 mills per mile and the shipper 
4.5 mills, a total of 14 mills, as against the average railroad charge 
of 10 mills. Truthfully has it been said that, over a long period of 
years, the state of New York would have saved money if it had 
shipped by rail at its entire expense 4ll the freight moving on the 
canal. The fact is that the prevailing notion that water transport 
is cheaper than rail applies only to movements on the high seas, on 
the Great Lakes and on such exceptional inland channels as the 
Monongahela River, where the tonnage is exceptionally heavy. 


Highway Transport Costs 


The limits upon my time and your patience will not permit a 
detailed analysis of transport costs upon the highway. It is sufficient 
for my present purposes to observe that, if we visualize a fleet of 
trucks sufficient in numbers and capacity to move the tonnage car- 
ried by a freight train loaded to hauling capacity of a modern freight 
locomotive, it must be obvious that, for considerable distances, the 
truck is able to compete only because it enjoys the use of a modern 
highway constructed at public expense. 

I submit that it must be conceded that upon the score of cheap- 
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ness, railroad costs are below those of their competitors. This does 
not mean, of course, that those who do not choose to patronize 
the rails will be out of pocket a greater sum than those who do. 
But in any rational and scientific program all forms of transportation 
will either be entirely unsubsidized or else all will be subsidized 
alike. No other course can be defended except in a temporary, ex- 
perimental stage of development. The figures I have mentioned re- 
flect general averages, so to speak. The fact that railroad transport 
is cheaper than any other when the entire field is surveyed, and 
when hidden costs and subsidies are brought to the surface and 
measured, does not argue that for limited distances and for certain 
traffic motor and water transport may not be cheaper. It is the task 
of the technical investigator to ascertain under what conditions a 
given class of traffic may economically move otherwise than upon 
the rails. Clearly, when the boundaries are clearly defined the reg- 
ulatory rate-making authority may well be’ invoked to confine each 
form of transportation to its proper sphere. 


The Barge Line “Experiment” 


In another connection, and quite incidentally, I have referred to 
the Inland Waterways Corporation, operating that subsidized nuisance 
commonly known as the Federal Barge Line and having as its presi- 
dent an army officer whose antics must excite the boisterous hilarity 
of sore-sided gods. The statute creating this operation contains 
the statement that this line should be established as an experiment 
to determine whether water service could be profitably carried on, 
all this for the benefit of prospective private operation. For a time 
the president of the barge line occasionally tickled the fancy of the 
public by pretending an interest in private water lines. At one time 
he quite rhetorically declared that nothing would make him happier 
than to have his craft ride high out of the water while the decks 
of his competitors were awash with tonnage. This generous tribute 
to the declared purpose of the law has been followed by a policy 
manifesting the settlede intention of the corporation to secure every 
pound of traffic it possibly could, without. regard to competitors on 
land or water. The corporation pays no taxes, has no obligation to 
pay a return on capital, enjoys the franking privilege, as well as 
interest upon inactive capital appropriated from the federal treasury. 
Despite all these advantages, this subsidized, government-owned- 
and-operated competitor with tax-paying citizens lacked $920,000 
of paying expenses in 1934. Throughout its 17 years of experience 
as a laboratory subject, it has cost the taxpayers $5,000,000 in op- 
erating deficits, not to mention interest on appropriated capital. 
No greater service could be done than to abolish this grotesque and 
expensive experiment. Aside from this eccentric monstrosity, no 
sound reason can be given for delay in subjecting competing forms 
of transportation td the acid test of experience. It must be evident, 
however, that no reliable results are to be expected unless the trial 
is made under conditions that make for equality of opportunity. If 
anyone is to be handicapped, some reason should be given for doing 
so, and the amount and nature of the handicap must be determined by 
impartial authority with power over all the contestants, so that there 
will be no partisanship on the part of a guardian having responsi- 
bility for a single ward. 


Equality in Regulation 


All of this leads to but one conclusion and that is that the 
motor and water carriers must be subject to the same regulations 
that apply to railroads, under the administrative authority of the 
Interstate Commerce Commission. 

It is gratifying that Congress, at its recent session, has recog- 
nized the truth of this principle by enacting quite a comprehensive 
statute for the regulation by the Interstate Commerce Commission 
of highway transport. While the exemptions go farther than most 
students of the problem think desirable, yet a beginning has been 
made, and one which is most encouraging. One feature of the 
situation strikes me as significant. It has been frequently asserted 
before committees of Congress that eighty per cent of the tonnage 
by motor is intrastate, and that the recently enacted federal law 
will therefore apply to only twenty per cent of the traffic. As we 
know, practically every state in the Union has enacted laws pro- 
viding for the regulation and control of motor carrier rates. And 
yet the passage of the federal act has been hailed as the beginning 
of a new era and everywhere motor carrier operators are debating 
the question of how rates shall be published. and what classifications 
shall govern. Are we, therefrom to infer that state laws for so many 
years on the statute books have been disregarded and treated with 
a certain measure of scornful contempt? However this may be, we 
have made a Start. 

The next step, obviously, so far as federal action is concerned, 
is the regulation by the Interstate Commerce Commission of the 
rates and practices of such water lines as are engaged in commer- 
cial hauling. Upon this effort all of us should concentrate. Here, 
as in the case of motor transport, the more responsible of the op- 
erators concede the need of regulation. The better organized and 
informed of the intercoastal water carriers, the carriers of package 
freight on the Great Lakes and the barge line operators on the 
inland waterways are united in their advocacy of a rational system 
of regulation by the Interstate Commerce Commission. Unfortun- 
ately, there is opposition by the shipbuilders, just as there was 
opposition to highway regulation by the truck manufacturers. But 
I believe the common sense of the American people will endorse the 
principle of fair play in the interest of justice and good order in the 
field of transportation and that this salutary reform will follow at 


no distant date. 
The Fourth Section 


This particular section of the country is interested in another 
legislative reform which the rail carriers earnestly advocate. I refer 
to the measure favorably reported by the House committee on inter- 
state and foreign commerce having for its purpose the repeal of 
the obstructive and exasperating long-and-short-haul clause of the 
interstate commerce act. As this law has been administered by the 
Commission, it has handicapped the railroads in meeting competition 
and Interfered seriously with the development of the Mississippi 
Valley, of which Chicago is the commercial capital. Neither in the 
present act regulating highway traffic nor in the Eastman bill deal- 
ing with water lines is there any suggestion that a long-and-short- 
haul clause is necessary to complete regulation. If there is to be 
that equality which justice and good order dictate, the rails should 
be free from the restriction. 


Other Considerations 


In the process of determining, after equality has been estab- 
lished, the precise sphere of activity to which each should be as- 
signed, certain other important considerations should be given at- 
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tention. These may not be controlling but they cannot be ignored, 
At the present time there are in the hands of the public railroag 
securities having a par value of more than eighteen and a half 
billion dollars, of which amount approximately seven billions are 
invested in stock and something like eleven and a half billions in im- 
matured funded debt which, for convenience, we may designate ag 
bonds. If this capitalization should seem excessive it may be wel] 
enough to remember that the Federal Coordinator of Transportation 
has pointed out in his official reports that this figure of capitalization 
is ‘‘well below the original cost of the properties and probably, also, 
below their rate-making value.” The rate-making value, so-called, 
t@tkes depreciation into account. Of the funded debt mentioned pre- 
viously, six ,and three-fifths billions are held by public and semi- 
public institutions consisting of life insurance companies, mutua] 
saving banks, commercial banks, educational, philanthropic, religious 
and eleemosynary institutions. The life insurance companies and 
mutual saving banks own more than four and one-third billions of 
these securities. Above reference to these facts will serve to con- 
vince the severest critics of the railroad industry that their securities 
should not be lightly or carelessly destroyed. 


Every student of the economic situation is aware of the im- 
portance of reviving and stimulating the durable goods industries. 
If it be said that the depression has passed, measured by the volume 
of transactions in consumable goods, then the melancholy fact remains 
that the production of heavy goods is yet far below normal. Un- 
fortunately, in this field lie the greatest opportunities for steady 
and profitable employment. In 1926 the class I railways of the 
United States expended for materials and supplies, other than fuel, 
$1,187,000,000. In 1933 the figure had fallen to $477,000,000. It was 
$578,000,000 in 1934. The statistics of railways are not so kept as 
will permit an accurate statement of precisely how much the ,rail- 
roads invest in capital goods. But it is significant that in 1929 the 
railroads spent $321,000,000 for new equipment and only $15,450,000 for 
this purpose in 1933, a reduction of 95 per cent. For permanent 
improvements of every character chargeable to capital account the 
railroads spent $853,721,000 in 1929, and only 12% per cent of this 
amount, or $104,000,000, in 1933. Not to labor the point unduly, 
I think it is worth saying that if the railroads in 1933 had been as 
prosperous as they were in 1929 they would in that year have poured 
into the channels of trade in payments to employes, material men, 
creditors, lessors, stockholders and government agencies three and 
one-eighth billion dollars more than was actually expended. It is 
not difficult to visualize the effect on business had these activities 
been present. 


Railroad Taxes 


And, again, in the matter of contributions to the expense of 
government in the matter of taxes something may well be said. In 
1934, bad year as it was, the class I railroads paid out $241,300,000 
in taxes, which was at the rate of 7% per cent of their gross revenue. 
In 1933 they paid eight cents out of every dollar taken in for taxes. 
In Mr. Eastman’s report on the tax burden resting upon the several 
forms of transportation he pointed out: 


“The taxes laid upon railways are relatively much heavier than 
upon any other form of transport, constituting about eight per cent 
of their total revenue and 10 per cent of their cost. With the pipe 
line carriers the ratio to revenue is about the same. With water 
carriers of all types, it averages less than 1 per cent. With high- 
way carriers it varies from two to four per cent depending upon 
the length of haul. The costs (tax) per ton handled are: Rail car- 
riers 30 cents, water carriers 5 cents, pipe line carriers 19 cents, 
and highway carriers 8 cents.”’ 


In Illinois in 1934 the railroads paid in taxes 13144 million dollars, 
none of' which was for the privilege of using a state constructed 
highway, but was purely the contribution which the industry is 
making toward the general expenses of state and local government. 
To meet the cost of owning and maintaining its highway and as its 
contribution to the government expense, the railroads expend 34 
cents out of every dollar taken in, whereas their active competitors 
on the highway pay less than 10 cents for these same purposes. 


Wages and Working Conditions 


I think, too, that the steam railroads must be treated as among 
the decent with respect to their treatment of their employes. Pro- 
found peace has prevailed in the railroad industry since the general 
shop strike of 1922, a period of more than thirteen years. In that 
time, all differences have been settled by conference and arbitration. 
The working conditions of employes are determined by impartial 
boards set up under government auspices, wages are the subject 
of negotiation, and for this long period it has been possible to agree. 
In 1916 the total operating revenue of class I railroads was three 
and one-half billions; in 1934 this figure was three and one-quarter 
billions. Yet the hourly compensation of employes has risen from 
28% cents in 1916 to 631% cents in 1934, while the average annual 
earnings of those employed increased from $892 to $1,508. It is true, 
unfortunately, that there has been a marked decrease in the number 
of Se ees, a result which the decline in business has made 
inevitable. 


Sooner or later, in accord with an enexorable economic law 
which tyros and charlatans vainly strive to disregard, the people 
of this country will select the form of transportation which best 
serves their purpose. But in making the selection they can not 
ignore the importance of the railroad as a means of investment, 
a purchaser of goods, an employer of labor and a tax paying citizen. 


Railroad Accomplishments 


To the extent to which the railroads shall be found to be es- 
sential to a well ordered economic scheme for the preservation and 
extension of industry, I aim confident they will prove to be alert 
to their opportunities and mindful of their duty. It is sometimes 
loosely charged against railroad management that it is slovenly, 
out-worn, and inefficient. This opinion, however honestly entertained, 
is disproved by the record of progress made by the industry in the 
past few years. The passenger service is being rapidly transformed. 
This is the era of air conditioned cars, operated at high speed by 
the introduction of new types of motive power, and improvements 
in the older types. Freight movements have been accelerated by 
50 per cent since the pre-world war period, 43 per cent of which has 
taken place since 1922. At the same time operating units costs have 
gone steadily downward. The freight expense per 1,000 revenue 


ton-miles has dropped from $9.50 in 1922 to $6.50 in 1934. In _ the 
period of depression the operating expenses of the railroads have 
decreased almost in exact proportion to the decrease in gross revenue, 
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a truly amazing performance. The railroads have grown steadily in 
efficiency and I hope in public esteem. 


Government Ownership 


I shall not attempt at this time any detailed discussion of the 
question of government ownership of railroads. I know of no rea- 
son why we should consider this topic any more seriously than 
government ownership and control of the trucks, the busses, and 
the boats on the Great Lakes, the high seas, or the inland water- 
ways. So far, I have not heard a single persuasive argument -in 
favor of such a radical departure from our settled policy. Except 
in legal theory now somewhat outmoded, there is no more reason 
why the government should take over the railroads than the flour 
mills, the steel mills, and the farms. Those who base their argu- 
ment for government ownership upon the fact that the railroads 
are affécted with the public interest are invoking an ancient theory 
originating in the days of the stage coach and the_ public house. 
That the theory is hoary with age does not argue against its sound- 
ness, but it is a little odd to see these sprightly modern nations 
clothed in the habiliments of antiquity. There is no reason based 
on the experience of other countries that would commend this social- 
istic scheme to the good sense of our people. I know of no con- 
siderable body of informed public opinion that favors this revolu- 
tionary measure. Certainly neither the President of the United States 
nor the federal coordinator is advocating this rash adventure into 
unknown and perilous paths. 


PASSENGER FARE INQUIRY 
The Traffic World Washington Bureau 


Western lines, in exceptions to the proposed report of 
Examiner Koch, in No. 26550, passenger fares and surcharges, 
urge the Commission to permit them to continue their experi- 
ments free from the requirements of any rigid order such as 
recommended by the examiner for the establishment of fares of 
2 cents one way and round trip in coaches and 3 cents for 
one-way and round trip tickets in Pullman cars. They also 
oppose abolition of the pullman surcharge. 

The record amply justifies a finding by the Commission, 
says the western lines in their conclusion, that the underlying 
basis of fares in western territory, including the Pullman sur- 
charge, produces charges not in excess of reasonable maxima. 
The western lines have been experimenting with 2 and 3 cent 
fares. The experimental application; the western lines assert, 
of the lower basis has proved encouraging. But, they assert, 
the results thereof are not yet sufficiently determinative to 
afford the basis of a future continuing order. 

As to Examiner Koch’s recommendation that the Pullman 
surcharge be eliminated the western lines assert that the recom- 
mendation for abolition is based wholly on what the Commission 
conceives to be public reaction to it rather than upon any unrea- 
sonableness or illegality, They said it was their position that 
while they were not imposing the surcharge, the underlying 
basic fare in the west, 3.6 cents a mile plus the Pullman sur- 
charge, was not in excess of reasonable maxima and such a fact 
is amply demonstrated by the record. 


WESTERN HOLIDAY FARES 


A schedule of reduced round-trip passenger fares will be in 
effect on the western railroads in the 1935-1936 holiday season, 
according to a joint announcement issued by H. W. Siddall, chair- 
man, Western Passenger Association, and J. E. Hannegan, chair- 
man, Southwestern Passenger Association, September 26. The 
reductions will be down to 2 cents a mile for tickets good on 
all trains and 1% cents a mile for day-coach tickets. The fares 
will be in effect from December 12 to January 1, with a return- 
trip limit to January 31. 

In announcing the special fares Mr. Siddall said that pas- 
senger traffic in the west had shown “encouraging improve- 
ment” so far this year. “In the first half of this year,’ he said, 
‘the volume was greater than in any year since 1931, showing 
increases of 9 per cent over 1932, 35 per cent over 1933 and 
10 per cent over 1934.” He attributed this increase to the 
elimination of the pullman surcharge, the general reduction in 
western passenger fares, air conditioning of passenger equip- 
ment and improvements in trains and schedules. 


CHICAGO-TWIN CITY TIME CUT 


Reductions in the running time of overnight passenger 
trains from Chicago to the Twin Cities, ranging from 35 minutes 
to over an hour, will be effective on three railroads with the 
close of the daylight saving time period September 29. An hour 
and fourteen minutes wil be cut from the time of the Milwaukee 
road’s Pioneer Limited. It will leave Chicago at 10:15 P. M., 
instead of at 9:00 P. M., as at present, and arrive in St. Paul at 
7:30 A. M. and Minneapolis at 8:00 A. M. The Milwaukee’s 
Olympian will leave Chicago at 11:15 P. M. instead of 10:45 
P. M., and arrive at St. Paul at 8:30 A. M., five minutes earlier 
than the present schedule. Arrival at Minneapolis will be at 
9:10 A. M., the reduction in running time being 35 minutes. 

Departure time of the North Western’s Victory will be 
changed from 10:30 P. M. to 11:00 P. M. with arrival at St. Paul 
at 8:15 A. M. instead of at 8:20. Arrival at Minneapolis will 
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be at 8:50. The North Western will add a new sevice, that of 
the Fast Mail, which will leave Chicago at 10:00 P. M. and 
arrive at St. Paul at 7:55 A. M. The train will carry through 
pullman sleepers for Rochester, Minn., and the Black Hills. 

On the Burlington the Great Northern’s Empire Builder will 
leave at 11:15 instead of 10:45 and arrive at St. Paul at 8:30, five 
minutes earlier than at present. The North Coast Limited will 
also leave a half-hour later, at 11:00 instead of 10:30, arriving at 
St. Paul at 8:15 instead of at 8:20. 

In the last seven years, beginning with the completion in 
1929 of the Great Northern’s 8-mile tunnel under the Cascade 
Mountains, about ten hours have been slashed from the running 
time between Chicago and Pacific coast cities. Under the new 
schedule the running time from Chicago to Portland will be 58 
hours. and 20 minutes; to Seattle, 58 hours and 45 minutes. 
Before 1929 the time was 68 hours. 


MIDWEST ADVISORY BOARD 


The fall meeting of the Midwest Shippers’ Advisory Board 
will be held at the Blackhawk Hotel, Davenport, Iowa, October 
3. The executive committee will meet at the Blackhawk on 
October 2. The program for the board meeting includes ad- 
dresses by R. S. Henry, assistant to the president, Association 
of American Railroads; L. M. Betts, manager, closed car sec- 
tion, car service division, A. A. R., and W. D. Beck, district 
manager, A. A. R. There will be another speaker, yet to be 
selected. Reports of commodity committees will be summarized 
by W. Y. Wildman, general secretary of the board. J. E. Bryan, 
general chairman, will preside. There will be an address of 
welcome by Merle V. Wells, mayor of Davenport. On the eve- 
ning of October 2 there will be a dinner meeting of the Tri-City 
Traffic Club at the Blackhawk Hotel, to which all members of 
the board have been invited. Sidney Miller, professor of trans- 
portation, University of Iowa, Iowa City, will be the speaker. 


GREAT LAKES ADVISORY BOARD 


Commodity committees reporting at the meeting of the 
Great Lakes Regional Advisory Board at the Book Cadillac Hotel, 
Detroit, September 25, reported an expected increase of 31.3 per 
cent in carloadings in the district in the last quarter of 1935 
as compared with the last quarter of 1934. Outstanding com- 
modities on which increases were forecast were automobiles, 
trucks and parts, 154.9 per cent; iron and steel, 8.2 per cent; 
brick and clay products, 20 per cent; lime and plaster, 21.2 
per cent, and paper and paper products, 7 per cent. L. V. Simms, 
chairman of the chambers of commerce committee, reported on 
general business conditions in the area. He spoke of the heavy 
recent increases in applications for building permits as indicat- 
ing continued good business. R. S. Henry, assistant to the 
president, Association of American Railroads, Washington, D. C., 
spoke on “The Current Transportation Situation.” L. M. McPher- 
son, traffic manager, American Seating Company, Grand Rapids, 
Mich., general chairman of the board, presided. More than 300 
were registered. 

The Detroit Traffic Club and the Detroit Board of Com- 
merce joined in sponsoring a luncheon for the members of the 
board at the Book Cadillac on the day of the meeting. S. Wells 
Utley, president, Detroit Steel Castings Company, spoke on 
“What the Future Holds for American Citizens.” 


RAIL WAGE STATISTICS 


Class I railways excluding switching and terminal com- 
panies reported a total of 1,180,430 employes as of the middle 
of July, 1935, according to a compilation of wage statistics made 
by the Commission’s Bureau of Statistics. This was 30,387, or 
2.9 per cent fewer than the number reported for July, 1934. 
The bureau in commenting on the compilation said: 


The per cent of decline 1935 under 1934, was less for July, 1935, 
than for June, 1935, an apparently favorable trend, whereas the index 
number (adjusted for season) was the same for July as for June, 
1935. This is explained by the fact that the employment in July, 
1934, was on slightly lower level than in June, 1934. 

The total number of hours paid for was 0.40 per cent less and 
the total compensation 6.21 per cent greater in July, 1935, than in 
July, 1934. This reflects the existence of a higher basis of wages in 
1935 than in 1934. A comparison of the number of employes who re- 
ceived pay during the month with the total hours paid for, shows 
179 hours per employe in July, 1934, and 182 in July, 1935, or an in- 
crease of 1.68 per cent. In the case of machinists, there was an in- 
crease from 162 to 164 hours, or 1.23 per cent. 


R. B. A. ANNUAL DINNER 


The twenty-seventh annual dinner of the Railway Business 
Association will be held at the Stevens Hotel, Chicago, Thursday, 
November 7. It is expected that the attendance will be about 
fifteen hundred. The members of the Railway Business Asso- 
ciation will entertain as their guests the presidents and other 
leading executives of the principal railway systems, 
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MOTOR CARRIER REGULATION 


The Traffic World Washington Bureau 


Appointments of personnel and announcements as to steps 
that have been taken by the Commission for the enforcement 
of the motor carrier act, 1935, are expected in a short time to 
indicate that the Commission, as a regulator of transportation 
by motor vehicle, is a going concern. 

Director John L. Rogers, of the bureau set up by the Com- 
mission for the administration of the motor carrier act, has 
been interviewing men for his organization. Among those so 
interviewed are a number who have had experience with state 
commissions in the regulation of trucks and busses. 

Though the Commission never made public the correspond- 
ence between itself and the Bureau of the Budget, it is under- 
stood that the latter advised the Commission that it had the 
power to use such of its funds as were.deemed necessary to 
put the administration machinery into operation, notwithstand- 
ing the failure of the deficiency appropriation bill specifically 
providing funds for the administration of the act to get through 
Congress, due to the filibuster of the late Senator Long of 
Louisiana. 

It has been estimated by informed persons that the Com- 
mission, without much endangering its other work, could take 
about half a million dollars from its appropriations and use 
them for motor regulation purposes until Congress could make 


NOTICE TO SUBSCRIBERS 


Future issues of The Traffic World, The Traffic Bulle- 
tin, and The Daily Traffic World and Traffic Bulletin will 
report all proceedings under the motor vehicle act, 1935, 
regulating bus and truck operations—tariff abstracts, per- 
missions to change rates on short notice, suspension or- 


ders, digest of complaints, reports on applications for cer- 
tificates and permits to operate and action thereon, on 
consolidations and mergers, regulation of issues of securi- 
tiles, maximum hours of service and qualifications of em- 


ployes, and equipment standards. This information will 
be just as complete, prompt, and accurate as that now 
printed in connection with railroad rates and services. 





an appropriation available for its use some time next January. 
A half million, it is believed, will allow the Commission to carry 
on its work to about February 1, 1936. 

Speculation as to the chiefs of sections in the Bureau of 
Motor Carriers has put J. A. Holopeter of the Terre Haute, 
Ind., Chamber of Commerce at the head of the tariff section 
with a man named Culbertson as assistant; Burton W. Marsh, 
now of the safety section of the American Automobile Associa- 
tion, as chief of the safety section; Jack Garnett Scott, now on 
the legal staff of the NRA, at the head of the legal section; Mr. 
Roberts, now of the Kansas commission, as chief of the section 
of certificates, and W. Y. Blanning, now secretary of the Penn- 
sylvania commission, in charge of the field work in connection 
with the issuance of certificates and permits. 


TRUCKING RATES AND TARIFFS 
The Traffic World Washington Bureau 


Until the trucking industry agrees on a trucking classifica- 
tion that is not objectionable to the Commission, truckers in 
the Washington, D. C., area will classify freight, unless other- 
wise indicated, in accordance with railroad classifications—that 
is, Official, Illinois, Western, or Southern, according to the rail- 
road practice. They have so notified the national rates and 
tariff committee of the American Trucking Associations, Inc., 
which has found itself unable to come to a conclusion as to 
what should be done about rates and classifications and has put 
off the subject pending the shedding of more light on the sub- 
ject by those interested. (See Traffic World, September 21, p. 


475.) Their determination goes to the extent that exceptions 
and supplements to the classifications will be observed only 
while they are in effect on the railroads. Cancellations by the 
classification publication agents of the railroads will mean can- 
cellation by the Washington area truckers. 





The committee acting for the Washington area truckers 
intends to compile a list of commodities or articles on which 
rates higher than those charged by the railroads will be im- 
posed. Light and bulky articles weighing less than 15 pounds a 
cubic foot will be excepted from the classification, the rate on 
them to be the same as for 15 pounds of first class freight. The 
Washington area truckers also made suggestions as to rules for 
the application of rates, the purpose being to afford only one 
pick-up and one delivery at store door on rates contemplating 
door to door service of the character rendered on some rail- 
roads. Suggestions were also made as to rules for the making 
of rates where the hauling was done by connections of the pub- 
lishing carrier that had agreements with the publishing carrier 
for through service and for the application of rates on traffic 
received from connections with which there were no such ar- 
rangements. The rule proposed in respect of shipments brought 
to the publishing line is as follows: 

“Where the entire movement is between points both of 
which are listed in our tariff, our tariff shall apply to the entire 
movement and our charge to the originating carrier will be on 
the basis of our regular rate from point at which we receive 
shipment, to destination. Where the point of origin of ship- 
ment is not shown on our tariff, the originating carrier’s charges 
to our terminal will be handled as advances and our tariff rates 
applied from point of receipt to destination.” 

The Washington truckers also made suggestions with regard 
to a uniform bill of lading for truck transportation. Those sug- 
gestions were sent to the uniform bill of lading committee of 
the association. The suggestions did not cover the whole sub- 
ject. Other meetings will be held on the subject. They also 
suggested forms for an inspection report, a “correcting” freight 
bill, and an “on-hand” notice. 

While T. D. Pratt, president and managing director of the 
New York State Motor Truck Associations, Inc., was calling on 
Director Rogers of the Commission’s Bureau,of Motor Carriers, 
he discussed several phases of the problem confronting the truck- 
ers and the Commission by reason of the enactment of the motor 
carrier act, 1935 (see Traffic World, September 21). 

The determination of members of the New York State Motor 
Truck Association, Inc., to base their rates on railroad classi- 
fications constrained the association to make an application to 
the Commission for permission to refer to the railroad classifica- 
tion without having first become members of the classification 
organization. The association in view of what had happened 
when Seatrain Lines, Inc., tried to become members of the classifi- 
cation agencies, took steps to minimize the confusion that would 
result should there be a denial of its application for membership. 
In its application to the Commission, the association said, “in the 
event of denial of the application ... on the part of any of the 
agents cited, to grant your applicant’s participation in their 
local and joint classifications or exceptions ... the Interstate 
Commerce Commission is hereby petitioned to grant your 
applicant a special permit waiving the rule which would require 
the foregoing participation as a prerequisite to the issuance of 
local, proportional or joint freight tariffs governed by any or all 
of the agency publications, and by supplements to or successive 
issues of the publications.” 

There would be no justice whatsoever, said the association, 
in the refusal of the Consolidated Classification Committee in 
taking motor carriers in since, as was manifestly apparent, they 
now provided their service to 19 intercoastal steamship lines 
under Shipping Board Intercoastal (S. B. I.) concurrences as 
was apparent from R. C. Fyfe’s I. C. C. No. 22, none of the 19 
having filed an FX concurrence therein. The association said 
that that absence of concurrence showed that they were not 
rail and water carriers. 


MOTOR CARRIER INJUNCTION 


The federal court for the northern district of Florida, 
Tallahassee division, in Pan-American Bus Lines vs. Douglass 
and other Florida railroad commissioners, Florida Motor Lines, 
and Atlantic Greyhound Lines, has issued an injunction forbid- 
ing the Florida commissioners and the motor vehicle lines men- 
tioned interfering with or molesting the bus service the Pan- 
American Company proposes to establish between New York and 
Miami. The injunction is based upon the fact that Congress 
has passed an act regulating interstate motor vehicle operations 
and not upon the fact that in other cases the Supreme Court 
of the United States had held that state commissions have no 
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jurisdiction over interstate operations by motor vehicle. This 
is believed to be the first case in which a court has used the 
motor carrier act, 1935, as authority for its action. 

According to the recital of facts made by District Judge 
Long, who issued the injunction, the Pan-American Bus Lines 
asked the Florida commission, June 23, 1935, for leave to engage 
in interstate passenger service between New York and Miami. 
August 10 the Florida commission entered an order holding that 
the passage of the motor carrier act, 1935, superseded its au- 
thority to grant or deny an interstate certificate. It is said it 
was without jurisdiction. The petition was dismissed without 
prejudice to the applicant’s operating over the state’s highways 
when it should have produced evidence of compliance with the 
federal act and with the rules and regulations of the state com- 
mission, Judge Long said the applicant then filed with the 
Florida body a notice that it had met all requirements of federal 
and state laws. 

The bus lines which were named defendants in the action 
had intervened in the application of the Pan-American to oppose 
it on the ground that operation as desired by the Pan-American 
would interfere with their operation. 

This appeal to the court for an injunction was caused by the 
threat of the Florida commission to arrest the plaintiff’s em- 
ployes if interstate operation were begun unless the Pan-Amer- 
ican had a certificate of convenience and necessity from the 
Interstate Commerce Commission. The Pan-American contended 
that it had a right to inaugurate a purely interstate service up 
to the effective date of the federal act, October 1, and to operate 
for 120 days thereafter without a certificate from the federal 
commission. In granting a restraining order to prevent the 
threatened interference Judge Long said: 


* * * it is the opinion of the Court that by the motor carrier act 
of 1935 complete jurisdiction and control * * * has been vested in the 
Interstate Commerce Commission, and the defendant railroad com- 
missioners are without jurisdiction to grant or deny a purely inter- 
state motor bus operation * * *, The sole authority to grant or deny 
such a certificate of public convenience and necessity is vested in 
the Interstate Commerce Commission, and the motor carrier act of 
1935 expressly provides ‘‘there shall, at the time of issuance and 
from time to time thereafter, be attached to the exercise of the priv- 
ileges granted by the certificate such reasonable terms, conditions 
and limitations as the public convenience and necessity may re- 
quire * * *,” It is apparent, therefore, that the regulation of vehi- 
cles in interstate commerce is vested in the Interstate Commerce 
Commission and not in any state commission; and if the plaintiff in 
the operation in question is not conforming to the federal law or any 
rules and regulations of the Interstate Commerce Commission it is 
the province of the federal agency to complain and not that of the 
Florida Railroad Commission. This view is well illustrated by the 
fact that section 222 * * * expressly provides for a criminal prosecu- 
tion for any person who knowingly and wilfully violates the motor 
carrier act * * *; also that the Interstate Commerce Commission may 
seek redress by injunction or other process in the district courts of 
the United States against any motor carrier who operates in viola- 
tion of any provision of the motor carrier act. * * * By the motor 
carrier act the right of the state to tax motor vehicles engaged in 
interstate commerce is expressly protected. Of course, such vehicles 
when operated upon the Florida highways will have to be of the size 
and weight provided by the laws of Florida and will have to be op- 
erated lawfully as Florida police regulations provide. 


SOUTHWESTERN TRUCK RATES 


Motor freight operators from Arkansas, Louisiana, New 
Mexico, Oklahoma, and Texas met at the Baker Hotel, Dallas, 
Texas, September 20, and adopted a resolution recommending 
the adoption of the consolidated rail classification for use by 
trucks in their states and the filing of rates the same as those 
prescribed for L. C. L. traffic in southwestern rail lines 151 
series tariffs. These classifications and rates, according to the 
resolution, should remain in effect “until such time as reports 
and costs of motor carriers will justify any changes.” The 
resolution points out that, until Commission regulations with 
reference to hours of labor, accounting methods, records to 
be kept, etc., are adopted, it will be impossible for truck op- 
erators to know what their costs are going to be. 

The meeting voted to form an interstate organization to be 
known as the Southwestern Motor Freight Bureau to handle 
matters of common interest, including the filing of tariffs and 
other matters of contact with the Commission. The bureau 
will be governed by a board of fifteen, three each from the 
five states involved. The first meeting of the board was to 
be held September 27 at Dallas. The group voted to request 
the Commission to change its tentative state grouping so as 
to include the states of Arkansas and New Mexico with Louisi- 
ana, Oklahoma and Texas. Geographical and traffic conditions 
made such a grouping natural, it was said. Carl L. Phinney, 
attorney for the southwestern truckers, said he had been as- 
sured of the support of Senators Sheppard and Connally for 
the establishment of one of the Commission’s regional offices 
at Dallas. 

State organization representatives present at the meeting 
included Ed Sproles, president, Sproles Motor Freight Lines, 
Fort Worth, Texas, who presided; Evans Nash, vice-president, 
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Yellow Transit Company, Oklahoma City, Okla.; Robert Black, 
president, Arkansas Carriers’ and Shippers’ Association, El 
Dorado, Ark.; Joe Herrin, Herrin Motor Lines, Shreveport, La.; 
Otha Johnson, Lubbock, Texas, representing New Mexico 


operators. 
More than 100 operators were present at the meeting. 


SANTA FE GOES MOTOR 


Samuel T. Bledsoe, president of The Atchison, Topeka and 
Santa Fe Railway Company, announces that the Kansas Cor- 
poration Commission has approved a sale of 22,228 shares of 
treasury stock of the Southern Kansas Stage Lines Company to 
the General Improvement Company, an affiliate of The Atchison, 
Topeka and Santa Fe Railway Company, and that the General 
Improvement Company has purchased from individual stock- 
holders 23,772 shares, making a total of 46,000 shares out of 
90,500 shares authorized capital. 

The Southern Kansas Stage Lines Company is a Kansas 
corporation that operates a net work of motor bus and truck 
lines, principally in Kansas, Oklahoma, Missouri, and Colorado, 
and also owns interests in other companies operating motor 
bus lines in Missouri, Illinois, New Mexico, Arizona, and Cali- 
fornia. Mr. Bledsoe says this purchase is the result of negotia- 
tions opened more than two years ago. 

The announcement says that studies are being conducted 
by the two companies for the purpose of coordinating their rail- 
road and highway transportation service in line with the policy 
announced by Congress in the recently enacted motor carrier 
act, and it is believed that, by taking advantage of the oppor- 
tunities for such coordination in the common territory of the 
two companies, great advantage will result to those dependent 
on them for transportation service, and at the same time both 
companies will derive substantial benefit. It is expected also 
that the Southern Kansas Stage Lines Company will eventually 
conduct the motor vehicle operations of the railroad, existing 
or planned. 

Mr. Bledsoe says it is not contemplated that the official and 
operating personnel of the Southern Kansas Stage Lines Com- 
pany and its affiliates will be affected by the transaction. 


MOTOR FREIGHT COLLECTION BUREAU 


The problem of the payment of freight bills to motor ve- 
hicle carriers has been solved in Kansas City by the Highway 
Carrier Clearing House, which operates a central collection 
bureau for 111 motor operators into and out of that city. The 
bureau has been in operation in Kansas City since October, 1932. 
Its operations were extended into Chicago in February, 1935, 
and further extensions are planned when rules for the payment 
of motor freight charges are set up by the Commission under the 
motor carrier act. 


HIGHWAY TO ALASKA 


A motor highway to Alaska, bringing Washington, D. C., 
within 5,000 miles of Fairbanks by automobile, was brought one 
step nearer actuality by the bill passed during the recent ses- 
sion of Congress authorizing the President to enter into negotia- 
tions with the Canadian government for the survey, location, and 
construction of such a highway, says a statement from the 
Department of the Interior. Continuing the statement says: 


At the present time tourists visiting the United States’ most 
northerly possession must go either by boat or airplane from Seattle. 
For years there has been an increasingly growing demand for a 
motor route to accommodate America’s touring caravan. Serious 
consideration of the project began in 1929. Its proponents pointed 
out that copstruction of such a road would result in an increase of 
the population of Alaska and development of its natural resources, 
now relatively inaccessible; development of tourist traffic; promotion 
of good will and trade between Canada and the United States; and 
assistance to airplane travel, providing a guiding road for planes to 
follow to the northland. 

In 1930 Congress passed an act authorizing appointment of a 
committee to cooperate with representatives of neighboring Canada 
in a study regarding the proposed highway. The members of the 
Commission met and organized in Washington, D. C., November 7, 
1930. The Department of the Interior, which maintains general su- 
pervision over the government of Alaska, and other interested groups, 
cooperated with the commission and supplied them with available 
maps, figures and other materials. Airplane and ground reconnais- 
sances were made, and data collected, with the result that the com- 
mittee concluded unanimously that the project was feasible from 
an engineering and constructional standpoint, and that substantial 
benefits would accrue, and it was reported favorably to Congress. 

The committee reported that at present a highway runs from 
Seattle to a few miles north of Hazleton, British Columbia, the first 
Canadian province through which the new route would be estab- 
lished. From there it would be built on through the Yukon Terri- 
tory of Canada which adjoins Alaska. So far as is known, the topog- 
raphy and soil conditions in Yukon Territory are such that road 
building would not be difficult or expensive. The chief obstacles 
would be the river crossings—Yukon, Pelly, and Stewart; since all 
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of these rivers are navigable, the committee reported that ferries 
could be employed until such time as traffic demands bridges. 


CLASSIFICATION SIMPLIFICATION 


Editor The Traffic World: 

I have read with more than usual interest your editorial 
in the September 21 issue on “classification simplification,” and 
Mr. Fyfe’s letter in the same issue that prompted the editorial. 
The thought occurs to me that you might be interested in the 
rambling thoughts of a neutral observer who has made rather a 
close study of this situation. 


First, permit me to congratulate you on your reply to Mr. 
Fyfe. It was equal in its presentation to the best efforts of a 
southern politician, all of whom are parodists and past masters 
in the use of biblical phraseology, and it is mighty effective in 
political argument, as demonstrated by our late friend Huey 
Long. Your efforts prove that it should be used more by busi- 
ness paper editors. It would insure their editorials being read. 


But my main purpose in writing you is not to comment on 
a new trend of editorial presentation, but to bring to your atten- 
tion a few facts that you have omitted in your reply to Mr. Fyfe. 


It is apparent that he considers the railroad classification 
a workable document, not “unduly complicated, unwieldy, or 
archaic.” Mr. Fyfe is no doubt sincere in his belief, as is any 
member of a classification committee holding similar views. 

But the question is not whether Mr. Fyfe or any framer of 
the classification considers it a workable document. I know 
I am committing railroad heresy when I say Mr. Fyfe’s views 
do not count, any more than those of any other member of a 
classification committee. The question is whether the users of 
the freight classification—the shippers—consider it archaic. Evi- 
dently they do. 

In response to the shippers’ questionnaire analyzed in Mr. 
Eastman’s recent merchandise traffic report, 5,664 shippers con- 
trolling more than 28,000,000 tons of freight, constituting 25 
per cent of the tonnage covered by the survey, stated that they 
used highway transportation partly because of simpler classi- 
fication or rates. 

In the rail officers and industrial traffic managers’ inquiry in 
the same report the question was asked whether or not the 
present railroad classification of L. C. L. freight was unneces- 
sarily complex, handicapped the business of patrons, and less- 
ened the degree to which they would otherwise use L. C. L. 
rail service. 


Of 2,352 responses received to this question, 714 from in- 
dustrial traffic managers and 1,638 from railroad officers, 1,721, 
or 73 per cent, answered ‘yes’; 604 answered ‘no’; while 27 
gave no answer. The total of railroad officers was 1,231 “yes” 
and 380 “no.” Every railroad department (executive, operating, 
traffic and accounting) in each territory voted “yes” except 
eastern traffic officers, who answered, 131 “no” and 83 “yes.” 

In the same questionnaire respondents were asked to name 
the principal reasons why trucks have been successful in com- 
peting for merchandise traffic. Out of 2,449 responses received, 
674, or 28 per cent, gave as an important reason the complexity 
of the rail L. C. L. classification. 


The complexity of the classification complained of is due 
to the necessity of finding the name under which the article 
is classified, or, if not classified, an analogous article; the num- 
ber of different classifications that apply to movements from and 
to the same. point; the number of supplements and exceptions 
to the classification; the number of publishing agents by whom 
the exceptions are published; the fact that the article may move 
at an L. C. C. commodity rate different from that which would 
result from the use of the classification, and that the method of 
packing may affect the rating. 

Mr. Fyfe’s statement of the progress being made in reducing 
the size of the classification is of itself an indictment of the 
publication but, if this reduction represents progress towards 
simplicity and is made with that end in view, the classification 
committee is to be commended. 

The question arises as to whether that is its primary pur- 
pose. 

Under the law (I am quoting from Mr. Eastman’s freight 
traffic report) the user of railway transportation is held re- 
sponsible for the payment of proper tariff charges and any de- 
ficiency in the amount paid must be made good by him regard- 
less of the circumstances surrounding the quotation and use of 
the rate, or that it may absorb many times over the profit in 
the transaction. In no other line of business is there such 
burden placed on the customer. Hence, there is a heavy moral 
obligation upon the railways so to compile classifications and 
tariffs that the ordinary business man need make no mistake 
in their use. 

From a shipper’s point of view this is the principle of classi- 
fication publication. Is it considered? 


Also, is the sales angle considered? A commercial con- 
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cern’s chief aim in printing a catalog or price list is to sel] 
goods. The prices are stated as simply as it is possible to print 
them. If they were not, prospective customers would spend 
little time in trying to figure out charges, with a resultant loss 
of business. 

In a competitive selling field there is no difference in prin- 
ciple in the publication of a railroad classification or tariff and 
the catalog or price list of a commercial concern. Is the classifi- 
cation committee aware of this identity? Does it consider a 
classification part of a price list whose purpose is to make the 
selling of railroad transportation easier, or does it consider it 
a publication whose only function is “to protect” railroad 
revenues? 

This idea of “protecting” revenues was suitable, perhaps, 
before the advent of competition, but it is archaic under pres- 
ent conditions. 

The freight classification (I am again quoting Mr. Eastman) 
is the outgrowth of practical experience, which is another way 
of saying that it is largely empirical (practical, he means). The 
items are individually treated and, except in cases that are 
decided by the Commission, the difference in treatment are 
not based on reported principles, relationships, analogies, or 
reasons, but rest on the sound judgment of the classification 
committee. 

This judgment is often based on compromise and often on 
force, as Mr. Fyfe has admitted in referring to the causes for 
the expansion of the classification. 

Now, don’t get the impression that I’m an expert on the 
freight classification. I’m merely exercising a writer’s urge to 
write and am stating the views of an amateur—of the man on 
the street who has formed his views from contacts with ship- 
pers and who has found these views to coincide with certain 
facts brought out by Mr. Eastman in his various traffic reports. 

And, by the way, if you want some real ammunition to use 
in any traffic discussion, I suggest that you delve into these 
reports or “essays,” as you have called them. You will find 
facts worth while, and as I tell my railroad friends, you need 
not accept Mr. Eastman’s conclusions, but you can’t deny the 
facts he has accumulated. 

And this goes for this classification simplification discussion. 

Chicago, Ill., Sept. 24, 1935. Charles E. Parks. 


GRADE CROSSING ACCIDENTS 


An increase in the number of accidents at highway-railroad 
grade crossings, and also in the number of persons who lost 
their lives, took place in the first six months this year com- 
pared with the corresponding period in 1934, according to the 
Safety Section of the Association of American Railroads. 

In the first half of 1935 there were 1,829 accidents at high- 
way-railroad grade crossings, or an increase of 45 compared with 
the corresponding period in 1934. In these accidents, 730 persons 
lost their lives, or an increase of 24 compared with the number 
of fatalities in the first six months last year. 
in the first half of this year totaled 2,165 compared with 2,023 
in the first six months of 1934. 

Fatalities resulting from highway-railroad grade crossing 
accidents totaled 100 in June compared with 89 in the same 
month in 1934, or an increase of 11. Persons injured in June 
this year totaled 281, or an increase of 44, Accidents at high- 
way-railroad grade crossings totaled 246 in June compared with 
209 in June last year. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period, 
August 15-31, inclusive, was 245,222, a decrease of 42,384 com- 
pared with the preceding period, according to the Association of 
American Railroads. It was made up as follows: Box, 125,486, 
ventilated box, 1,246; auto and furniture, 25,356; total box, 
152,088; flat, 8,595; gondola, 31,392; hopper, 21,573; total coal, 
52,965; coke 982; S. D. stock 18,034; D. D. stock, 3,082; refrig- 
erator, 8,193; tank, 422; and miscellaneous, 861. Canadian roads 
reported a surplus of 13,550 cars made up of 10,488 box; 888 
auto; 658 flat; 228 gondola; 362 S. D. stock; 500 refrigerator and 
420 miscellaneous. 


COST OF LOCOMOTIVE FUEL 


Cost of locomotive fuel in July on Class I steam railroads, 
according to a compilation by the Commission’s Bureau of Sta- 
tistics, was $14,475,028 as compared with $14,570,421 in July, 
1934. In the seven months ended with July the cost was $111,- 
823,977 as compared with $106,151,443 in the corresponding period 
of 1934. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 


sure their tariff files are up-to-date. 


Persons injured 
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NEW INTERCOASTAL RATES 


E. I. du Pont de Nemours & Co., The Grasselli Chemical 
Co. and the Remington Arms Co., have asked for the suspension 
of Thackara’s westbound freight tariff 1C, S. B.-I. No. 6, so far as 
that tariff proposes to increase the intercoastal rates from At- 
lantic to Pacific ports on the following commodities: Acetic 
acid, ammonium alum, aluminum chloride, crystals, chromic 
acid, hyposulphite soda, lactic acid, metasilicate soda, potash 
alum, phosphate of soda, silicate of soda, sulphide of soda, 
sodium silico fiuoride, sulphate of alumina, tri-sodium phosphate, 
tin oxide, soda peroxide, hydrogen proxide, formaldehyde, aqua 
ammonia, paints in oil, dyes, dinitrotoluol residue, chemicals, 
ivory nut meal, wax, nitrate of potash, artificial leather, nitrate 
of ammonia, pyroxylin, disenfectant, anhydrous ammonia, bicar- 
bonate of ammonia, carbonate of ammonia, ammunition, fire- 
arms, pyralin sheeting and corn starch. 

The Alabama Pipe Co., Emory Pipe & Foundry Co., Anniston 
Foundry Co., Sanitary Pipe Co., and Walworth-Alabama Co., 
have asked for the suspension of increased rates on cast iron 
soil pipe and connections from Gulf ports to Pacific ports as 
shown in Item 2116 of the Gulf Intercoastal Conference west- 
bound tariff 1-B, S. B.-I. No. 3. 

The Port Traffic Commission of Norfolk, Va., has asked for 





‘the suspension of the effective date of rule 53 and increased rates 


on soya bean meal, named in Item 274 of Thackara’s S. B.-I. 
No. 6. 

The New Orleans Joint Traffic Bureau petitioned for sus- 
pension of rates on canned goods, dried beans, peas and fruits, 
carried in J. P. Williams’ eastbound tariff I-B S. B. I No. 3. 

The Boston Port Authority has asked the Shipping Board 
Bureau of the Department of Commerce to suspend schedules 
filed by Thackara, his S. B.-1, No. 6, and Calmar S. B.-1, No. 5, 
containing a so-called port equalization rule. The tariffs are 
westbound freight rate publications dated to be effective Octo- 
ber 3. 

According to the protest requesting suspension the carriers 
using the rule to which objection has been raised propose an 
equalization in the aggregate of the through ocean and rail 
rates via Philadelphia and New York by the absorption of the 
rail differentials in force to Baltimore, Md., and Norfolk, Va., on 
traffic moving from points in central territory to Pacific ports 
served by the intercoastal lines, but providing for no like ab- 
sorption of the differentials on traffic moving via Boston. 


Under the rule in question, the request for suspension as- 
serts, Boston would be deprived of the benefit of its differen- 
tials which are the same as those at New York. The protest 
declares there can be no justification for neglect to make Bos- 
ton as well as Philadelphia and New York subject to this 
equalization rule and especially so since the Baltimore rate is 
applicable on intercoastal traffic handled through Portland, Me. 
The protestant £.” ; is informed and therefore alleges on 
information anc © =.ie. that the proposed elimination of Boston 
from the benefit of the equalization results from an agreement 
among the intercoastal carriers and that in attempting to con- 
summate such an agreement the rights and interests of Boston 
have been ignored as well as the provisions of section 3(1) 
of the interstate commerce act, as amended by the bill approved 
by the President, August 12, 1935. It is further asserted that 
the proposal is violative of sections 15, 16, 17 and 18 of the 
shippng act of 1916 as amended. - 

Other petitions asking suspension of schedules of inter- 
coastal rates, dated to be effective Oct. 3, have been filed as 
follows: 

Kroger Grocery and Baking Co. schedules filed by Thackara 
and Williams on canned goods, dried beans and dried fruits; 
Shippers’ Conference of Greater New York and chain store 
Traffic League for the suspension of Thackara’s westbound S.B.- 
I. No. 6; New Orleans, Joint Traffic Bureau for the suspension 
of Items 1306 and 2366, Roberts 1-B, S.B.-I. No. 3; Chain Store 
Traffic League for suspension of Calmar, W.B. 1-A S.B.-I. No. 5 
and Los Angeles Wholesale Institution for the suspension of 
Item 800, Thackara’s I.-C. and Robert’s 1-B, S.B.-I. No. 3, Item 
800; Eloesser Heynemann Co. with respect to westbound rates 
on cotton goods in the original piece named in Thackara’s No. 
1-C, S. B.-1 No. 6, and in Roberts’ No. 1-B, S. B.-I. No. 3. The 
Manufacturers’ Association of Connecticut, Inc., and the New 
England Traffic League ask for the suspension of items in inter- 
coastal westbound freight tariff No. 1-C, S. B.-I. No. 6, as follows: 
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boots, shoes, slippers, nails, rivets, shanks, staples, tacks; brass, 
bronze, copper; clothing, cotton; dry goods; drugs, chemicals, 
medicines, toilet preparations; electric supplies; electrical equip- 
ment; cotton tire cord; tools, files; hardware, iron and steel 
bolts; oils, petroleum, lubricating; paints and paint compounds, 
dry; paints and paint compounds, liquid; papers, card boards; 
rubber goods; rubber articles, boots, shoes, tires; rubber articles, 
belting, hose; toys and games; twine and cordage, mop heads; 
waste, cotton; wire cable, brass, bronze or copper. 


INCREASED RATES JUSTIFIED 


The Secretary of Commerce, in Shipping Board Bureau No. 
194, Gulf intercoastal rates to and from San Diego, Calif., has 
found justified proposed increased rates for through intercoastal 
transportation between San Diego and ports on the Gulf of 
Mexico, vacated the order of suspension and discontinued the 
proceeding. The increases were in tariffs filed by the Gulf 
Pacific Mail Line, Ltd., Luckenbach Gulf Steamship Co., Inc., 
and Wayne & Hoyt, Ltd. (Gulf Pacific Line), members of the 
Gulf Intercoastal conference. 

Under the tariffs under suspension the joint through rates 
applying on shipments moving only on through bills of lading 
was designated to be the total of the commodity rate between 
the ports on the Gulf of Mexico and Los Angeles Harbor, the 
port of transshipment, the rate between that harbor and San 
Diego, named in the outport section of the tariff, and enumerated 
terminal and transfer charges at Los Angeles Harbor. The 
schedules under suspension proposed to eliminate from the out- 
port section of the tariffs a rate of 12.5 cents a 100 pounds on 
canned goods, any quantity, and a rate of 12.5 cents a 100 pounds 
on less-than-carload lots of pipe and fittings, thereby leaving a 
rate of 15 cents a 100 pounds, published in the “freight N. O. S.” 
item, to apply thereon. 


OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


Fixing of tonnage to carry grain has continued active in the 
last week in the full cargo market, though there was a tem- 
porary lull for a day or so, after which interest revived. Other 
divisions of the market showed little more activity than during 
the previous week. 

The grain fixtures included eight from Montreal to picked 
ports in U. K.-Continent, some of them with options for Ant- 
werp-Rotterdam. Among these were a steamer for 35,000 
quarters, done at 1s 744d for the second half of October and a 
vessel of 3,179 net tons, done on the minimum basis of 1s 6d 
for mid-October. Other grain fixtures included a steamer from 
Montreal to Glasgow at 1s 9d for October-November and a vessel 
from Montreal to Leith, also at 1s 9d for October-November: 

There was no activity in trans-Atlantic sugar chartering and 
no export coal fixtures developed. 

Time chartering was somewhat more active than in the 
previous week. A number of charters were closed for West 
Indies and Canadian trading and in addition there were some 
longer voyage charters. Two vessels were taken on time char- 
ter for the intercoastal trade, one a steamer of 1,987 net tons 
for grain from the Columbia River to U. S. Gulf or North of 
Hatteras for September loading and the other a vessel of 
3,042 net tons for a round trip in the trade for September 
loading. A motorship of 1,930 net was engaged for a round trip 
in the West Coast of South America trade at $1.15 for October 
and a 3,345 net ton steamer was taken for a trip down in the 
St. Lawrence-River Plate trade, October loading. 

Scrap iron trading was dull. Among the scattered fixtures 
were a small steamer from Philadelphia and Beston to Ardros- 
san or Glasgow at 13s for prompt loading, a 6,000 ton steamer 
from two Gulf ports to U. K. at 13s for October and a steamer of 
3,200 tons from the North’ Atlantic to U. K., done at 11s 6d for 
prompt loading. 

Among the tanker fixtures were a 6,200 ton dirty motorship 
from the North Atlantic range to London, Antwerp or-Hamburg 
at 14s 3d for loading the end of October; a motorship of 4,807 
net tons for crude from the Gulf to Buenos Aires at 12s 3d for 
loading the last half of November and a 13,000 ton motorship 
from California to Japan, dirty, done at 10s 6d for October 
loading. There were also two coastwise fixtures from the Gulf 
to North of Hatteras. 

Reductions in the rate on general cargo from the United 
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States to South Africa which have brought the rate down from 
$20 to $4 a ton have precipitated a rate war in this trade and 
caused the recently organized Robin Line to ask the Shipping 
Board Bureau to investigate the situation. The Robin Line 
charged that it had been refused membership in the United 
States-South African Conference and that the conference lines 
had undertaken a vigorous campaign of rate reduction in order 
to force the Robin Line out of business. The Robin Line met 
the latest conference reduction, which was applied effective 
September 21. 

The New York Shipping Association at a meeting September 
24 rejected the demands of the International Longshoremen’s 
Association for increased wages and offered to renew the agree- 
ment for the coming year at the old scale of wages. The 
I. L. A. asked for $1 an hour and $1.50 overtime. The present 
scale is 95 cents an hour and $1.35 overtime. 

Striking radio operators of the American Radio Teleg- 
raphists Association won an agreement with two more lines 
when the Oriole and Yankee lines agreed to grant increased pay 
to their operators. A report that the New England Steamship 
Company had signed an agreement was denied by the president 
of the union, who said negotiations with that line were still 
under way. Few delays in scheduled sailings of vessels from 
the Port of New York occurred. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the Depart- 
ment of Commerce on freight agreements filed pursuant to the 
provisions of section 15 of the Shipping Act, 1916, as amended: 


Agreements Approved 


Agreement No. 3634 between Ericsson Line, Inc., and Pan-At- 
lantic Steamship Corporation providing for the transportation of 
general cargo under through bills of lading between Baltimore and 
New Orleans, Mobile and Panama City. 

Agreement No. 4325 between Nelson Steamship Company and 
The Harkins Transportation Company providing for the transpor- 
tation of cargo under through bills of lading from U. S. Atlantic 
Coast ports to Astoria and Longview. 

Agreement No. 4424 between American-Hawaiian Steamship 
Company and Gdynia-America Shipping Lines, Ltd. (Gdynia America 
Line) providing for the transportation of cargo on through bills of 
lading from U. S. Pacific Coast ports to the base ports of Copen- 
hagen, Denmark, and Gdynia, Poland; and via those ports to des- 
tinations in Denmark, Finland, Latvia, Lithuania, Estonia, Poland, 
and Danzig Free State. 

Agreement No. 4443 between American-Hawaiian Steamship Com- 
pany and Seas Shipping Company, Inc. (Robin Line), providing for 
the transportation of canned goods and dried fruit from U. S. Pa- 
cific Coast ports to the ports of Capetown, Algoa Bay, East London, 
Port Natal, Lourenco Marques, Luderitz Bay, Mossel Bay, Walfisch 
Bay, Beira, Dar-es-Salaam, Inhambane, Quilimane, Mombasa, Mo- 
zambique, Tanga, Port Amelia and Zanzibar. 

Agreement No. 4501 between Swayne & Hoyt, Ltd., and Freighers, 
Incorporated, providing for the transportation of cargo under through 
bills of lading between Oakland, Alameda or Richmond, and U. S. 
Gulf ports. 

Agreement No. 4505 between Gulf Pacific Mail Line, Ltd., and 
Freighters, Incorporated providing for the transportation of cargo 
under through bills of lading from Oakland, Alameda or Richmond, 
to U. S. Gulf ports. 

Agreement No. 4512 between States Steamship Company and 
Dollar Steamship Lines, Inc., Ltd., providing for the transportation 
of cargo under through bills of lading from Japan, Korea, Formosa, 
Siberia, Manchuria, China, Hongkong, Indo-China, Philippine Islands 
and Java to U. S. Atlantic Coast ports. 

Agreement No. 4517 between American-Hawaiian Steamship Com- 
pany and Anchor Line (1935), Limited, providing for the transporta- 
tion of cargo on through bills of lading from U. S. Pacific Coast 
ports to Glasgow, Scotland. 

Agreement No. 4490-1 between American Diamond Lines, Inc., 
Ellerman’s Wilson Line, Limited, Norddeutscher Lloyd, United States 
Lines Company et al., modifies agreement of the North Atlantic Con- 
tinental Freight Conference (Agreement No. 4490) to provide spe- 
cifically that conference rules and regulations shall constitute a part 
of the conference records and obligations and to provide that lines 
owned or controlled by the same interests as a line complained 
against shall have no vote in the determination of such complaint. 


Agreements Cancelled 


Agreement No. 1433 between American-Hawaiian Steamship 
Company and Polish Transatlantic Shipping Co., Ltd. (Gdynia-Amer- 
fica Line) which provided for the transportation of cargo on through 
bills of lading from U. S. Pacific Coast ports to Danzig and Gdynia, 
Poland, as well as other Baltic ports of call. 


SHIPPING BOARD BUREAU ORDER 


On motion of the complainant, the Shipping Board Bureau of 
the Department of Commerce has dismissed No. 145, Stockton 
Port District et al. vs. Arrow Line et al. 


SHIPPING BOARD PROCEDURE 


The Shipping Board Bureau of the Department of Commerce 
has promulgated a new issue of its rules of procedure, revised 
to June 28, 1935. The revision brings the rules close to the 
form which has been used by the Commission for many years. 
One of the changes is a requirement that informal complaints be 
attested by oath, as is the fact with regard to such proceedings 
before the Commission. Attached to the revised rules are sug- 


gested forms for a complaint, an answer to a complaint, a peti- 
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tion for leave to intervene, and a reparation statement under 
Rule XX. The new publication is a pamphlet of 23 pages, which 
may be obtained from the Government Printing Office. 


BARGE PORT-TO-PORT RATES 


The Secretary of Commerce, in No. 126, Intercoastal Inves- 
tigation, 1935, has denied the petition of the Federal Barge Line 
(Inland Waterways Corporation) and the Mississippi Valley 
Barge Line Co. for reconsideration and reargument of that part 
of the report in this case relating to the obligation of the peti- 
tions to file, as contemplated by section 2 of the intercoastal 
shipping act, 1933, their so-called port-to-port rates when peti- 
tioners are parties to through routes with other carriers by 
water for intercoastal transportation, and such port-to-port rates 
are factors in constructing the through rates on such trans- 
portation. 


- 


IMPROVEMENT OF WATERWAYS 


The Acting Secretary of War has approved the following 
allotments for river and harbor work: Ashtabula Harbor, 0O., 
$50,000; Conneaut Harbor, O., $15,000; Southwest Pass and 
South Pass, Mississippi River, La., $150,000; Nashville, Tenn., 
district, $80,000; Galveston Channel, Tex., $70,000; Honolulu, 
Hawaii, $3,000; Huntington, W. Va., $55,000; Pittsburgh, Pa., 
$61,800; Kansas City, Mo., $104,397.80; and Zanesville, O., $1,445. 


AIR MARKING PILOTS 


Three women pilots have been appointed as “air marking 
pilots” by the Bureau of Air Commerce, Department of Com- 
merce, for the purpose of traveling throughout the United States 
to assist cities in arranging for the marking of roof tops with 
signs to aid airmen in flight, that department has announced. 

Miss Louise Thaden of Little Rock, Ark., Miss Nancy Hark- 
ness of Boston, Mass., and Miss Helen McCloskey of Pittsburgh, 
Pa., are the new appointees, and they will undertake their duties 
in the field in the near future. Each holds a transport pilot’s 
rating. Miss Thaden’s territory will be the south and west, 
Miss Harkness will visit cities in the east and Miss McCloskey 
will cover the middle west. Their work will be coordinated 
and supervised by Mrs. Phoebe Omlie of the National Advisory 
Committee for Aeronautics, who for some time has carried out 
liaison work between the N. A. C. A. and the Bureau of Air 
Commerce. 


AIR MAIL LINE AUDITS 


Postmaster General Farley, in Air Mail Docket No. 3, per- 
taining to air mail rates for route No. 31, has asked the Com- 
mission to reopen the case and for hearing respecting rates of 
pay on that route. He asserts that a proposed report made by R. W. 
Stough, assistant director of the Commission’s air mail bureau, 
and John Cunningham, an examiner, shows on its face that the 
audit and a review made prior to a hearing in this matter were 
and are insufficient to comply with the requirements of the air 
mail act of June 12, 1934, as amended by the act of August 14, 
1935. He asks that the Commission examine the books, accounts, 
contracts and entire business record of the National Airlines 
System. He asks that that examination be made for the purpose 
of consideration of all forms of expenditures of that system to 
enable the Commission to ascertain whether or not the expendi- 
tures have been on a fair and reasonable basis on the part of 
the National Airlines System and whether or not it has paid 
more than the fair and reasonable market value for the purchase 
or rent of planes, engines, or any other types or kind, or class, 
or goods, or services, including spare parts of all kinds, and 
from whom the purchases were obtained as provided in section 
6 (b) of the act of June 12, 1934, as amended by the act of 
August 14, 1935. 

The Postmaster General asks that the examination and 
audit include all operations of every kind or character of the 
National Airlines System and especially the gross receipts and 
profits or losses in the maintenance of non-mail schedules, He 
asks that a full and complete report of such examination and 
audit be made to the Post Office Department within thirty days 
from the date of the receipt of the report by the Commission. 
He asks that the further hearing be postponed until after the 
investigation is made by the Commission and until a report 
thereof is made to him, and after he has had a reasonable time 
and opportunity to examine such reports, records, books and 
accounts, and the reports previously made to the Post Office 
Department by the National Airlines System. He asks espe- 
cially that until after the Commission has performed the duties 
required of it by the amendment to the act of June 12, 1934, 
and a report made to him and he has been given time for the 
examination, no order be entered by the Commission affecting 
the rates now being paid to the National Airlines System. 

The Post Office Department has also filed exceptions to the 
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der : , : A g sais — 
ich report made by Messrs. Stough and Cunningham. The assertion No. = emergency —— oe ¥ a. a - 
js made in the exceptions that the proposed report does Mot ig nee en annie outset 
show that the audit has been made which is contemplated by commission to permit application on intrastate traffic as speci- 
the amendments to the air mail act in 1935. In the exceptions = by 2 ee Faye ag A =? . ey = 
ose authorized for application on interstate traffic in Ex Parte 
es- oan po beg ntl en ny A mer pe —— a 115, emergency freight charges, 1935, under section 13 of 
: a ’ ’ a the act. 
“ ings would give the contractor a return on its own investment ee og :. Sievennt Cooperative Stove Co., Cleve- 
" * : and, O., va. C. R. 1 . et al. 
art in excess of 100 per cent on investments for service between Unreasonable rates and charges, silica sand, not ground. Ot- 
sti. St. Petersburg and Jacksonville, Fla. The assertion is made towa, Ill., to Cleveland, O. Asks reparation. (V. W. Jones, comp- 
‘ that the profit would be $17,000 on an investment by the con- troller, 2323 East 67th’ St., Cleveland, 0.) .. 
tal tractor of less than $17,000 No. ge Sub. No. 2, Same vs. C. R. I. '& P. et al. Same complaint 
ti- ‘ ay eyed ‘ P ‘ . n r .. 
“ Examiner John Cunningham, in air mail docket No. 11, Chi- Wo. O7117, — No. 3, Same vs. C. B. & Q. et al. 
ws cago & Southern Air Lines, Inc., rate review, 1935, has reported Same complaint and prayer. . f 
that in the period of an audit made by him, between June 3, No. a” Gentile Bros. Co., Cincinnati, O., vs. C. N. O. & T. P. 
1934, and March 31, 1935, the carrier made no unreasonable Charges in violation sections 1 and 4, strawberries, Spring City, 
profit as the result of the compensation paid it for carrying Dayton and Sale Creek, Tenn., to Desvett. sich, Columbus, O., 
il Vv . Ww i 3 New Orleans Jayton, O., Indianapolis, Ind., an ittsburgh, Pa. sk repara- 
“ “He pee ra ye en ea ge te By ee Ge of a oan ah Z "Hescba nh Pe ee ee See 
n ; ss 2 St. & Penn ve., Pittsburgh, Pa. 
1g $87,418. The net loss, however, he said, was increased to $88,093 No. 27132, J. R. Clogg & Co., Ltd., et al., Montreal, Can., vs. Railway 
)., by taxes assignable to operations amounting to $675. The ex- —— ages ag l “ . «ont & ae ai 
id penses other than for depreciation and retirements were $174,768. <i ea” “hin teak ‘felentianen aan tg Ee ‘Sent 
_ Considering only these expenses, the net loss from operations, and enseeaeee sate from ortaie territory to international 4 
, aid, would have been . ary crossings, Rouses Point, N. Y., and High Gate Springs, Vt. 
™ he ss the entire th ne Sg said, the carrier operated Asks reparation. (R. W. Schapanski, traffic representative for 
~ 2 ae 2 ’ 2 complainant, Fruit Distributors Bldg., South Water Market, Chi- 
o with second-hand equipment acquired at a nominal cost. Ac- cago, Ill.) 
cordingly, its depreciation base, he said, was relatively low. No. or J. C. Penney Co., Inc., New York, N. Y., vs. B. A. & P. 
ae tg ‘ 5 et al. 
Neither the depreciation charges nor the apg eee Sp Unreasonable rates and charges, L. C. L. boots and shoes, St. 
g peared to have been excessive, he said. Nor did there appear to Louis, Mo., to points in Ida., Mont., Ore., and Wash. Asks rep- 
: be any reason to question the propriety or amount to any of the oraninn, -,, _ practitioner, 118 East 5th South St., Salt 
s ontaw? ake City, Utah. 
s carrier’s expenses, he added. No. 27130, emergency freight charges within Idaho. 
h . This is an investigation instituted by the Commission on pe- 
] tition of Idaho carriers filed as result of Idaho Commission fail- 
: ing to authorize or permit increases—on state traffic similar to 
fe e e those — by ~_ Ow ye nec oo” ee traffic in Ex 
Parte 115, emergency freight charges, 1935. 
‘ : . 
: Digest of New Complaints No. 27134, application of Texas & New Orleans Railroad Co. and St. 
3 Louis Southwestern Railway Co. of Texas for authority to exe- 
3 cute a joint average demurrage agreement between them and the 





Interstate Cotton Oil Refining Co. under the provisions of sec- 
tion 5 (1) of the interstate commerce act. (Docketed as a com- 
plaint.) Applicants said that under a unification agreement exe- 
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No. 27107, Sub. No. 1, 


Fifth and Ninth Districts Coal Traffic Bureau, 
St. Louis, Mo., vs. Alton et al. 

Rates, coal, points in the Belleville, Duquoin, and south part of 
the Springfield rate groups to destinations in Mo. lying on and 
north and east of the line of the Frisco beginning at and extend- 
ing westward from the Mississippi River at, but excluding St. 
Louis, Mo., through and including Cuba, Springfield, Lowry 
City, and Harrisonville to Kansas City, Mo., thence in a north- 
westardly direction following the Missouri River to the Neb. 
state border line; also including all points in Mo. located on 
the branch lines of the Frisco lying south of the line, in viola- 
tion of sections 1 and 3, the undue preference alleged’ being for 


cuted July 1, 1931, by them their facilities at Sherman, Tex., 
were unified, thereby placing the Interstate Cotton Oil Refining 
Co. on the lines of the T. & N. O. also. As a result of the uni- 
fication agreement it is unjust and inequitable for the Interstate 
Cotton Oil Refining Co. to be placed at a disadvantage or re- 
quired to pay any increased demurrage charges such as would 
accrue under separate average demurrage agreements with each 
of petitioners, according to the application. Ask approval of 
the demurrage agreement. Kiskaddon and William H. 
Watts, attys., and Baker, Botts, Andrews & Wharton of counsel, 
Esperson Bldg., Houston, Tex.) 


shippers from points in Mo., Kans., Ark. and Okla.; also in viola- No. 27135, Hanna Manufacturing Co., Athens, Ga., vs. A, Cc. L. et sal. 
tion of section 13 because of the lower rates maintained under Unreasonable rates and charges, wooden billets, Union City, Pa., 
order of the Missouri Commission; also in violation of section 3 to Athens, Ga. Ask cease and desist order, rates and repara- 
by reason of rules and regulations in respect of rates on fine tion. (C. T. Kilgore, practitioner, 918 Citizens & Southern Natl. 
coal or screenings from mines in Mo., Kans., Ark. and Okla., to Bank Bldg., Atlanta, Ga.) 
destination territory. Also in violation of section 3 by reason of No. 27136, Mid-West Forging Co,, Chicago Heights, Ill., vs. Alton 
minimum weights on both lump and fine coal or screenings. Ask Railroad Co. et al. 
new rates. (C. P. Hoy, traffic commr., 400 Fullerton Bldg., St. Rates, old and worn out scrap boiler flues and boiler tubes be- 
Louis, Mo., and John C. Ryan, traffic counselor, 519 Victoria tween points in Ill., Ind., Ia., Ky., Mich., Minn., Mo., Neb., O., 
Bldg., St. Louis, Mo.) Pa., W. Va. and Wis., in violation of section 1.’ Ask new rates 
No. 27123, Griggs, Cooper & Co., St. Paul, Minn., vs. C. M. St. P. & from points in states named to Chicago Heights. (R. I. Pierce, 
P. et al. practitioner, 1524 Otto Blvd., Chicago Heights, Ill.) 

Rates in violation sections 1 and 3, baker supplies, including No. 27137, National Sugar Refining Co. of New Jersey, Long Island 

biscuits, bread, cakes, crackers, matzos, pretzels or toast, St. City, N. Y., and Edgewater, N. J., vs. A. & R. et al. 
Paul, Minn., to Detroit, Mich., and Cincinnati, O., as compared Rates, sugar, from Long Island and Edgewater by rail and also 
with rates from Davenport, Ia. Asks rates and reparation. (Elm- ocean-and-rail to points in Va., the Carolinas, Tenn., Ky., and 
~~ ge one Elmquist, counsel, E-1407 1st Natl. Bank Bldg., other points in — and — pgp nny Rs by age of 
St. Paul, Minn. sections 1 and 3, the undue preference allege eing for com- 
No. “2 gl imemeie Products Refining Co., Jersey City, N. J. vs. C. — 6 ee a eo — eo Ga., 
Oo -— - and New rleans, La. Ask new rates. (John F. Finerty, Atty., 

Unreasonable demurrage charges chrome ore, imported from Transportation Bldg., Washington, D. C.) 

South African and Mediterranean origins, in vessels arriving at No. 27139, G. V. Dryden, as receiver of Nichols Wire, Sheet & Hard- 

the port of Jersey City, N. J., and moved from Communipaw “ware Co., Kansas City, Mo., vs. C. R. I. & P. et al. 

—* pA a Fm 3 ‘aan ede ee Rates, coiled rods or wire rods, points east of the Mississippi 

iy City, Ney) — oem _— xchange ace, River to Davenport, Ia., for fabrication or reworking in transit 
No. ro Capital City Culvert Co., Madison, Wis., vs. C. & N. W. 506 yf enge Rg Mg ~—— a an oe se See 

et a 9 a ° ° ~ * . 

Rates in violation section 6, corrugated iron culvérts and/or om gt Reg Bag ny inotieuted ber the Commission 
corrugated culvert pipe, with bands and without bands, Madison, on account of the refusal of the Public Service Commission of 
Wis., to various points in Ill. Asks refund of overcharges or Utah to authority or to permit the imposition on intrastate traffic 
Geen cakeawe, 7 Schapanski, traffic representative, 1421 Solon of charges similar to those authorized by the Commission in Ex 

No/ 27126, Diamond T Motor Car Co., Chicago, IIL, vs. Belt Railway a ee ee mee ee we ee 
geo ft ae frames, Milwau- No. 27140. Mirific Products Co., Granite City, Ill, vs. Ilinois Cen- 
kee, Wis., to Chicago, Ill. Carriers alleged to charge more for tral et al. - = 

" gear frames loaded on gondola cars than in box cars and that on _ Unreasonable rate, asphaltum lubricant scrap (grease) Alabama 
Be semi-elliptic springs for motor trucks they charge higher rate City, Ala., to Granite City, Ill. Asks reasonable rate and rep- 
than on other kinds of springs, i. e., agricultural implement, ve- aration. (J. G. Brice, Atty., 915 Olive St., St. Louis, Mo.) 
hicle (not motor driven) railway car or locomotive springs. Com- No. 27141. California Prune & Apricot Growers’ Association, San 
plaint also covers semi-elliptical springs used in automobile trucks Jose, Calif., vs. Sacramento Northern et al. F , 
from Racine, Wis., to Chicago. Ask cease and desist order, rates Rate, dried fruit, Yuba City and Colusa, Calif., to Richmond, 
and reparation. (Ford D. Porter, traffic counselor, 440 So. Dear- Calif., shipped between April 8, and December 1, 1933, in viola- 
“born St., Chicago, Ill.) tion of section 1. The complaint alleges that the shipments were 

No. 27128, Mirific Products Co., Granite City, Ill, vs. B. & O. in the course of transportation to interstate and foreign destina- 

Unreasonable rates, aSphaltum lubricant scrap (grease), Par- tions, Asks reparation. (Carl R. Schulz and Milton D. Sapiro, 
kersburg, W. Va., to Canton, O. Asks reparation. (J. G. Brice, Attys., 408 Merchants Exchange Bldg., San Francisco, Calif.) 
Atty., 915 Olive St., St. Louis Mo.) No. 27142. John Morrell & Co., Ottumwa, O., vs. Alton et al. 

20 : q “ : Rates, inedible tallow and inedible greases, Topeka, Kan., to 


No. 27129, M. Feigenbaum & Sons, Pittsburgh, Pa., vs. Railway Ex- 


press Agency, Inc. 

Unreasonable charges, ans, in baskets, Pittsburgh, Pa., to 
Kansas City, Mo. Asks "reparation. (Walter S. Ryan, Atty., 
1210 Palo Alto St., North Side, Pittsburgh, Pa.) 


and O. in violation section 


destinations in Ill., Kans., Mo., Ind., 
soaneen H. Wagner, Atty., 


1. Asks new rates and reparation. 
Investment Bldg., Washington, D. C.) 
‘(Continued on page 524) 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of me experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. _ 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Department, 


Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Commodity Rate versus Classification 
Rating 

Missouri.—Question: There is some doubt in our mind as 
to the proper rate to apply on cotton factory sweepings in 
carloads from Spartanburg, S. C., to St. Louis, Mo. We would 
like to have your opinion on the following: 

Cottrell’s Tariff No. 115-A, I. C. C. 788, on page 19, car- 
ries a rate of 50 cents per cwt. on cotton factory sweepings 
from Spartanburg, S. C., to St. Louis, Mo. Minimum weight 
30,000 pounds. 

In Sperry’s Tariff 15-B, I. C. C. 304, Item 1940, there is a 
Class 10 rate of 43 cents per 100 pounds on the same com- 
modity, and the same minimum. This rate is an Exception 
to the Southern Classification. 

Since the establishment of a commodity rate removes the 
application of the class rate, unless the tariff carrying the 
commodity rate provides an alternative application, we are 
of the opinion that the Class 10 rate in Sperry’s 15-B cannot 
be used, although lower than the commodity rate in Cottrell’s 
Tariff No. 115-A. 

What is your opinion? 

Answer: While, in several cases, the Commission states 
that a commodity rate is in effect an exception to the classi- 
fication ratings, none of these cases, which are cited below, 
specifically deal with the question of whether a rating car- 
ried in a classification exception sheet is a commodity rate; 
Indianapolis Freight "Bureau vs. Big Four Railroad, 15 I. C. 
C. 367; Goerrs Cooperage Company vs. C. M. St. P. & P. R. R., 
21 I. GC. C. 5 (6); Railway Commission of Nevada vs. South- 
ern Pacific R. R., 21 I. C. C. 329 (332);° State of Iowa vs. 
Santa Fe Railroad, 28 I. C. C. 47 (63); Des Moines Com- 
modity Rates, 34 I. C. C. 281 (284); Rock Spring Distilling 
Co. vs. Illinois Central Railroad Company, 29 I. C. C. 18 (26); 
New Orleans Vegetable Growers’ Merchants’ & Shippers’ As- 
sociation vs. Illinois Central Railroad, 34 I. C. C. 32 (34); 
Roth Packing Co. vs. Director-General, 59, I. C. C. 427 (428); 
Public Utilities Commission of the State of Colorado vs. Santa 
Fe R. R. Co., 52 I. C. C. 439 (448), citing Decker & Sons vs. 
Chicago. Milwaukee & St. Paul Ry., 30 I. C. C. 547 (551). 

Your argument, apparently, is based upon the premise 
that, if a commodity rate is an exception to the classification 
rating, a classification exception rating is a commodity rate. 

The Commission, however, seems to have specifically held 
otherwise, at least to the extent that the exception to the 
classification requires reference to the tariff naming class 
rates, in Elaborated Ready Roofing Co. vs. C. & E. Ry. Co., 
109 I. C. C. 401. In this case the Commission said that the 
defendants asserted, in substance, that the publication of the 
rate charged as an exception to the classification removed it 
from the classification and fixed a specific rate, and that, there- 
fore, the intermediate rule was inapplicable; the Commission 
held this contention was not sustained; that the exception to the 
classification required reference to the tariff naming class rates 
and could not be considered as a specific commodity rate, quot- 
ing Boldt Paper Mills vs. Director-General, 62 I. C. C. 741. 

In our opinion the commodity rate at a minimum weight of 
30,000 pounds is the applicable rate on the shipment in ques- 
tion. See Beaver Products Co., Inc., vs. C. & O. Ry. Co., 132 
I. C. C. 721, in which case the Commission said that the estab- 
lishment of a commodity rate between two points takes the 
commodity out of the classification between these points and 
that rate is the only one that may be applied. 

In using the term “classification” the Commission had ref- 
erence to a classification rating. 

Reparation—Subsequently Reduced Rates 


Illinois—Question: We would appreciate your opinion and 


also any quotation from the interstate Commerce Commission 
on the following: 
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A westbound shipment was routed rail-and-lake; the pub. 
lished rate assessed was higher than the all-rail rate. Four 
months after the shipment moved, a supplement was published 
reducing the rail-and-lake rate. Has the shipper a just claim 
for reparation? 

Answer: The Commission has held in numerous cases that 
the voluntary reducion of a rate, unaccompanied by proof that 
the higher rate was unreasonable, is not sufficient to justify 
an award of reparation on shipments moving prior to the re. 
duction. Providence Fruit & Produce Exchange vs. New York, 
N. H. & H. R. R., 142 I. C. C. 179, 181; Meyers Co. vs. Pennsyl- 
vania R. R., 136 I. C. C. 101; Oklahoma Traffic Association vs. 
Atchison, T. & S. F. Ry. Co., 129 I. C. C. 403, 406. 

The Commission has, however, held that while the subse- 
quent reduction of a rate does not show the prior rate to be 
unreasonable, neither does it act as a bar to reparation when 
the former rate was clearly unreasonable. Knoxville Iron Co. vs. 
Louisville & N. R. R. Co., 107 I. C. C. 627, 634. 

Whether or not the carrier will apply to the Commission 
for authority to refund the difference between the charges col- 
lected and charges based upon the subsequently established 
rate is a matter for determination by the traffic officials of the 
carrier. 

In the event the carriers are not willing to present an appli- 
cation to the Commission on the Commission’s Special Docket 
for authority to make reparation, a complaint may be filed with 
the Commission on the Commission’s formal docket, and sup- 
ported by rate comparisons which tend to show the unreason- 
ableness of the charges assessed. 


Liability of Carrier for Injury to Goods Improperly Packed 


New York.—Question: Does a consignee’s signature upon 
an inspection report of loss or damage, discovered after deliv- 
ery of freight, constitute acknowledgment and agreement of all 
of the particulars as filled in by the inspector, or merely an 
agreement that the inspection has been made? 

The question at hand pertains to a shipment of merchandise 
which was damaged and was inspected by the carrier’s represen- 
tative. The inspector noted that the shipment was not satis- 
factorily packed. Due to an incomplete examination of the 
inspection report, the consignee’s representative signed the in- 
spection report and was subsequently refused payment of the 
claim due to this fact. 

Please advise whether or not the carrier is still liable re- 
gardless of whether or not all packing requirements are fulfilled. 

Answer: One of the exceptions to the carriers’ common 
law liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is merely to carry goods in the condition in which they 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not. Re- 
villa Fish Products Co. vs. American-Hawaiian S. S. Co. (Wash.), 
137 Pac. 337. 

However, the foregoing view has not met with universal 
approval, and a number of decisions hold that the carrier, being 
entitled to reject defectively packed goods tendered for ship- 
ment, if it accepts for transportation goods which it knows are 
defectively packed, or which by the exercise of reasonable care 
it could have observed were defectively packed, it assumes to 
carry the goods as they are, its common law liability as carrier 
attaches, and it is subject to all the liabilities usually attaching 
to an ordinary shipment of the same character. Mitchell vs. 
No. Pac. S. S. Co., 213 Pac. 293. But even where this view pre- 
vails, it cannot be said that a carrier must, at his peril, know 
that the goods are not in fact safely packed. The shipper usually 
knows better than the carrier the manner in which the goods 
have been packed and the manner in which they should be 
packed, and even though the carrier must have knowledge of 
some defect in the packing, still, if it is not apparent to the 
ordinary observation of the carrier or his servants that the 
goods cannot be safely carried in the condition in which they 
are presented, the carrier should not be held to take the chance 
of injury from improper packing. Northwestern Marble, etc., Co. 
vs. Williams (Minn.), 151 N. W. 419. 

Whether or not the shipment in question was or was not 
improperly packed is a question of fact, upon the determination 
of which the carrier’s liability may rest. 

The signing of the inspection report by the consignee is 
merely evidence of, but not conclusive proof, that injury to the 
goods resulted from improper packing by the shipper. 


Freight Charges—Liability of Shipper Signing Stipulation 
Requiring Collection of at Time of Delivery where Consignee 
Refuses Goods 


Kanses.—Question: Please refér to page 404 of The Traffic 
World of September 7, question of “Missouri,” which is iden- 
tical with a situation we have, except in our case Section 7 of 
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the bill of lading was signed by us. Kindly advise if this factor 
would change your answer in any particular. 

Would responsibility for demurrage after delivery of orig- 
inal bill of lading to destination agent be affected by the fact 
we then lost our right to further direct the shipment? 

Answer: There is no contractual relation between the car- 
rier and the consignee or order notify party by the mere desig- 
nation of such party as consignee or order notify party, which 
obligates him to receive the goods or to pay the freight charges, 
and that party is not liable therefor in the absence of an agree- 
ment, express or implied. New Jersey Central R. Co. vs. Mac 
Cartney (N. J.), 52 Atl. 575; Davis vs. Allen (S. C.), 117 S. E. 
547; R. Co. vs. Evans (Mo.), 228 S. W. 853; R, Co. vs. Townsen 
(N. J.), 100 Atl. 855. ; 

If, however, a shipment is accepted the consignee becomes 
liable as a matter of law for the full amount of the freight 
charges, whether they are demanded at the time of delivery 
or not until later. P. C. C. & St. L. vs. Fink, 250 U. S. 577, 
40 S. Ct. 27; N. Y. N. H. & H. R. R. Co vs. York & Whitney 
Co., 256 U. S. 406, 41 S. Ct. 509; Louisville & Nashville R. R. 
Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 441. 

Apparently the effect of the incorparation of section 7 in 
the Uniform Bill of Lading Contract Terms and Conditions is to 
relieve the consignor of the liability for the freight charges, or 
any part thereof, in the event of the delivery of the shipment 
to the consignee in accordance with the contract of shipment. 

Where the goods are not accepted by the consignee, the 
carrier is not, in our opinion, precluded from recovering from 
the shipper the amount of the freight charges, notwithstanding 
that the shipper has signed the stipulation on the face of the 
bill of lading requiring the carrier to collect the freight charges 
at the time of the delivery of the goods. 

The refusal of the shipment by the consignee or the failure 
of the order notify party to accept delivery of the goods is a 
matter between the shipper and that party, and the signing of 
the stipulation referred to in section 7 of the bill of lading 
does not preclude, in our opinion, a recovery of the charges by 
the carrier from the shipper, the carrier having performed its 
part of the contract of shipment entered into with the shipper 
in transporting the shipment to destination and tendering same 
to the consignee and having made no delivery contrary to the 
terms of the stipulation signed by the shipper requiring collec- 
tion of the charges at the time of the delivery of the shipment. 


Reconsignment 


Minnesota.—Question: We would like to have your opinion 
on the following question: 

A car of flour was loaded at our plant and switched out into 
the yard. It was then billed to destination A. However, that 
day, before the car left town, it developed that the car would 
have to be held on account of difficulties arising in the credit 
department. It later developed that the car could not be shipped 
on account of the customer’s credit rating and the car was 
brought back and unloaded and reloaded to destination B. 

The actual dates on this movement were as follows: Car 
was set for loading to destination A on June 14, at 4 p. m. 
Car loaded and pulled away and held on June 15. Car ordered 
back to the plant at 4 p. m. on June 18th and reloaded and for- 
warded on the 19th. 

The railroad company has collected $8 demurrage, giving 
as their authority section (b) of Rule 6 of National Demurrage 
Rules. Also, collecting $6.30 switching charges. 

Answer: Section (b) of Rule 6 of the National Demurrage 
Rules provides that when empty cars placed on orders are not 
used in transportation service, demurrage will be charged from 
actual or constructive placement until released, with no free 
time allowance. 

If section (b) of Rule 6 is applicable, and the car in ques- 
tion was not unloaded until after 7 a. m. of the 19th, a demurrage 
charge of $8 is legally applicable. 

However, it appears that transportation of the shipment 
had begun under the bill of lading instructions and that there 
was a reconsignment of the shipment involved in the return of 
the car to your plant. If so, the car is subject to the applicable 
reconsigning, switching and demurrage charges, but not to de- 
murrage charges under the provisions of section (b) of Rule 6. 

Consignee’s Right to Refuse Delayed Shipment 

Indiana.—-Question: An interstate carload shipment arriv- 
ing at destination is refused account of delay in transit, re- 
sulting from the car being transferred en route, and being er- 
roneously forwarded, necessitating its return. We hold, never- 
theless, that the car is the property of the consignee, as it was 
billed under straight bill of lading, but we have been unable to 
refer to the law which would maintain our position. Will you 


advise me if, under the law, the consignee could be compelled: 
to accept the shipment, and also his liability in case he abso- 
lutely refused to do so? 
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Answer: Unless a carrier has expressly agreed to deliver 
a shipment within a specified time, or was aware of the special] 
circumstances requiring expedition in the shipment at the time 
the contract of carriage was made, the carrier is not an in. 
surer of the time when the shipment will be delivered, conse. 
quently, while the law requires a carrier to make delivery within 
a reasonable time, yet, since what is a reasonable time is qa 
question of fact, depending upon the circumstances of each 
particular case, a consignee is obligated to accept a shipment no 
matter how long it may have been delayed, except when, through 
the delay, a shipment has become wholly worthless to the con- 
signee. If the consignee refuses to accept a shipment, the 
carrier may sell the same for charges, the proceeds thereof in 
excess of the charges to be remitted to the consignee. This 
action on the part of the carrier, however, must be in com- 
pliance with the law regarding the sale of goods for charges. 


Allowance for Spotting Cars 


Missouri.—Question: Kindly let me have your opinion and 
reference to Interstate Commerce Commission decisions in re- 
gard to allowance to be made by carriers for spotting cars, or 
for various other moves in intraplant switching. 

In the case I have in mind, the industry operates two switch 
engines within its plant and ordinarily does not care to have 
any intraplant switching done by the carriers, as such switch- 
ing interferes with their plant operations. However, it is their 
contention that carriers should, upon request, perform any serv- 
ice which is desired in connection with spotting inbound loads 
or pulling outbound loads, and if such service is not performed 
when requested, that an allowance should be made the industry 
for performing services with their engine. Will you kindly 
advise the extent of carriers’ responsibility under such circum- 
stances? 

Answer: The spotting of cars at the plant of a shipper is 
generally considered as being a part of the service included in 
the delivery service of a common carrier, although the services 
required at a particular industry may be of such magnitude 
as to be beyond the carrier’s legal obligation to perform. 

The carrier may perform the spotting service, or it may, 
under section 15, of the Interstate Commerce Act, by contract 
employ the owner of the property transported and make a just 
and reasonable allowance to such party for the performance of 
the service. 

The making of this allowance is subject to the qualification 
that the nature of the industry is such as to permit of the per- 
formance of the service by the carrier should it choose to per- 
form the service itself, and that the carrier have the option of 
performing the service or of contracting for the performance of 
the service by the owner of the property transported. See 
Oliver Iron & Steel Company vs. P. & L. E. R. R., 64 I. C. C. 
447; Cambria Steel Company vs. Director-General, 64, I. C. C. 
737; Pittsburgh Forge & Iron Company vs. Director-General, 59 
I. C. C. 29, and National Malleable Castings Co. vs. P. & L. E. 
R. R., 51 I. C. C. 537, and cases cited therein. 


Routing and Misrouting—Duty of Carrier Where no Rate 
Published to Destination Shown in Bill of Lading 


Pennsylvania.—Question: A car is routed to a destination 
within a large city. No rate is published to the billed desti- 
nation, although rates are published to the city of which the 
billed station is a part. The bill of lading carried full and 
complete routing and the rate to the city. The delivering line 
refused to place the car at the billed station, claiming no rate 
to that station. The car was placed at another station, re- 
sulting in heavy dray charges. Was the delivering line respon- 
sible for the drayage charges assessed as a result of the failure 
to place the car at billed destination station? 

Was originating carrier responsible for failure to call the 
shipper’s attention to the fact that the bill of lading rate did not 
apply to the particular station to which billed? One car was 
routed completely, but no rate in bill of lading inserted. In this 
case should not the car have been set at the billed station 
anyway? 

Please quote Interstate Commerce Commission rulings on 
the subject, if any. 

Answer: We cannot locate a decision of the Commission 
specifically in point, but it is our opinion that as to both the 
shipments covered by bills of lading which showed the desti- 
nation station and the rate and the shipment covered by the 
bill of lading which contained no rate, it was the duty of the 
initial carrier to advise the shipper that delivery could not be 
made at the particular station designated in the bill of lading, 
and that its failure to do so makes that carrier liable for drayage 
charges which were the result of delivery at another station. 

Assuming that the lack of a published tariff rate to the 
station shown in the bill of lading would have been grounds 
for refusal to transport the shipment to that station, neverthe- 
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less in accepting the shipments on bills of lading showing a 
given destination station it was, in our opinion, the duty of the 
carrier to transport the shipments to that station or advise the 
shipper that the shipments could not be transported to that 
station, so as to give the shipper an opportunity to make other 
arrangements if he desired to do so. 

In our opinion, the principle of the Commission’s decision 
in Morse Lumber Co. vs. L. & N. R. R. Co., 33 I. C. C. 571, gov- 
erns the liability of the carriers in the instant case. See, aiso, 
Peerless Wire Fence Co. vs. Wabash R. R. Co., 38 I. C. C. 721, 
in which the Commission said that the bill of lading tendered 
with the shipment was defective in that the destination desig- 
nated therein was not a railroad station and there were no pub- 
lished rates in effect to that point when the shipment was de- 
livered to the initial carrier; that the provisions of the bill of 
lading were impossible of execution and that fact was conceded 
by the initial carrier. The Commission in this case held that 
it was the duty of the initial carrier to call upon the consignor 
for further instructions before forwarding the shipment. 


Tariff Interpretation—Actual Value Versus Released Rates 


Georgia.—Question: In a letter to a manufacturer of glass- 
ware from whom we purchase cut glassware we requested them 
to declare value on all shipments at $20 per 100 pounds. They 
replied to our letter as follows: 


' We're sorry but we cannot do this. Interstate Commerce ruling 
is that we must declare classification on our glassware at its actual 
value, that is under $20 cwt., under $30 cwt. and over $30 cwt. 


Please advise whether or not the Interstate Commerce Com- 
mission has ruled as stated by this manufacturer, giving any 
information you think will be helpful to us. 

The rate increases of 76.75 per cent from the lower val- 
uation to the higher valuation from this particular shipping 
point. 

Answer: With respect to this question see the Commis- 
sion’s decision in Crown Overall Mfg. Co. vs. Director-General, 
100 I. C. C. 471, in which case the Commission held that actual 
value rates and released rates may be fairly and effectively 
differentiated. The Commission in this case said that for years 
it was the custom of the carriers, in addition to maintaining 
rates published in the ordinary manner, to maintain for appli- 
cation on certain classes of commodities rates known as re- 
leased rates and rates called actual-value rates; that the pur- 
pose of maintaining released rates was that the shippers might 
have a choice of two rates, under the higher of which un- 
limited carrier’s liability attached and under the lower of which 
the shipper, in consideration of the reduced rate, by fair and 
reasonable agreement declared or agreed that for the purpose 
of claim in case of loss or damage the value of his shipment was 
a certain amount or not in excess of a certain amount; that 
these rates were intended to cover classes of property as to 
which it is difficult or impossible to determine, after loss or 
damage, what was the actual value thereof, such, for instance, 
as emigrant movables, certain other kinds of goods and ordi- 
nary live stock. The Commission said that the Supreme Court 
of the United States sustained the validity of released rates, 
holding that in view of his representations to the carrier at the 
time of shipment the shipper is bound by his declaration or 
agreement and estopped from claiming or recovering more 
than that value in case of loss or damage to the property. See 
Hart vs. Pennsylvania Railroad Co., 112 U. S. 331, 5 S. Ct. 151; 
Adams Express Co. vs. Croninger, 226 U. S. 491, 33 S. Ct. 148. 

Under the decision in the Crown Overall Mfg. Co. case, the 
actual value of the glass must be stated in the bill of lading and 
charges assessed in accordance with the value stated. 

We assume, of course, that the shipments move under the 
rating provided for in the Consolidated Classification, 


Shipping—General Average—Liability for, Where Both Vessels 
in Collision at Fault 


Ohio.—Question: Under date of March 9 the United States 
Supreme Court rendered a decision in the case entitled “‘S. S. 
Toluma vs. The Sucarseco.” 

The decision had to do with liability in 
collisions” on the high seas. 

It is our understanding that this case resulted in the present 
“both to blame collision” clauses now placed on ocean bills of 
lading. Which, if the clause is proper, would result in the cargo 
instead of recovering all its damages and keeping it as it now 
does, would be required to hand over one-half of that recovery to 
the carrying vessel. 

Should you have any 
appreciate it very much. 

Answer: In the case to which you refer three suits were 
brought in admiralty and were consolidated for trial. One 
was a libel for damages brought by the owner of the Toluma 


“poth to blame 


information on this case I would 
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against the Sucarseco. Another was a cross libel for dam- 
ages by the owner of the Sucarseco against the Toluma. The 
third libel was by the owners of cargo on the Toluma against 
the owner of Sucarseco to recover their damages, including 
the amounts which the cargo owners had paid as general 
average contributions. 

In its decision in this case the Supreme Court held that 
the owners of a cargo who suffered a loss in a collision which 
was due to the fault in navigation of both vessels could re. 
cover against the non-carrying vessel, not only the physical 
damage to the cargo, but also their contributions in general 
average, although the cargo was carried under a provision of 
the bill of lading known as the “Jason clause” that in case 
“of danger, damage or disaster” resulting “from faults or 
errors in navigation,’ and if the shipowner “shall have exer- 
cised due diligence to make the vessel seaworthy and properly 
manned, equipped and supplied,” the owners of the cargo shall 
contribute with the shipowner in general average “to the 
payment of any sacrifices, losses or expenses of a general 
average nature that may be incurred for the common benefit” to 
the same extent as if the danger, damage or disaster had not 
resulted from faults or errors in navigation. 





Doings of the Traffic Clubs 





E. V. Flomerfelt, president of the new Women’s Traffic Club, 
of Detroit, was born in Hamilton, Ont., 
but went to Detroit with her parents 
when she was quite young. After be- 
ing graduated from high school she 
took a business course and entered the 
service of the Pere Marquette Rail- 
road 25 years ago in the Treasury De- 
partment, as stenographer. After work- 
ing there a year and a half she was 
promoted to the _ superintendent of 
transportation’s office as secretary to 
the superintendent, where she remained 
about 10 years. In that time she was 
promoted to supervisor of demurrage 
and chief record clerk. Her next pro- 
motion was to the president’s office in 
the pass bureau, where she remained 
until 1930, when she was transferred 
to the personnel department as associate editor of the Pere 
Marquette Magazine. In 1931 the Pere Marquette and C. and 
O. magazines were consolidated under the name of “The Rail,” 
and she was appointed assistant editor with headquarters in 
Detroit, having full charge of the handling of the magazine on 
the Pere Marquette, which position she still holds. She is a 
member of the American Railway Magazine Editors’ Associa- 
tion, Pere Marquette Athletic Association, Pere Marquette Vet- 
erans, Business and Professional Women’s Club, secretary Pere 
Marquette Bowling League, and president of the Women’s Traf- 
fic Club of Detroit. 





At a luncheon meeting of the Traffic Club of Minneapolis 
at the West Hotel, September 26, C. T. Vandenover, general 
sales manager, International Milling Company, a former presi- 
dent of the club, spoke on “Alaska as I Saw It.” December 5 
has been selected as the date of the club’s annual dinner. 


The Traffic Club of Rochester, N. Y., will hold a party in 
honor of visiting delegates to the meeting of the Atlantic States 
Shippers’ Advisory Board at the Hotel Seneca, October 2, on 
the evening before the meeting of the board. There will be a 
buffet supper and a program of entertainment. The club will 
also join with the Rochester Chamber of Commerce at a luncheon 
to the advisory board at the Hotel Seneca, October 3, at which 
Harper Sibley, president of the United States Chamber of Com- 
merce, will speak on “Some Issues Business Men Must Face.” 





Frank Watson, promotion manager for the 1936 Texas cen- 
tennial, was the speaker at a luncheon meeting of the Traffic 
Club of Dallas, at the Adolphus Hotel, September 23. On the 
evening of that day the first session of the club’s senior traffic 
study class was held at the Adolphus. The first session of the 
junior study group was held in the Athletic Club Building 
September 16. There were 35 enrolments. Al Dobbs was 
elected secretary of the group. Van B. Myers, first vice-presi- 
dent of the club, presided. There was a discussion of the value 
of the traffic man in industry and of the necessity for a tech- 
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nical knowledge of the details of rates and the rules governing 
tariff publication on the part of traffic solicitors. There was also 
a review of last season’s work by the group. The club will hold 
its annual stag party November 19, at which meeting the results 
of the election of officers will be announced. 





Melvin J. Maas, representative from Minnesota, was the 
speaker at a luncheon meeting of the Transportation Club of 
St. Paul at the Hotel Lowry September 24. 





The annual “gridiron dinner” of the Birmingham Traffic and 
Transportation Club will be held at the Hotel Thomas Jefferson, 
October 7. Dick Stanley, Tom Hill and Tom McCreery are 
members of the committee in charge. 





The Traffic Club of New Orleans opened its fall activities 
with a luncheon meeting in the dining room at the Shushan 
airport, September 23. W. H. Wynne, commercial agent, South- 
ern Pacific, was the speaker. He told of his experiences as a 
passenger aboard the S. S. Dixie, recently wrecked off the Florida 
coast, 





The activities of the study group of the ‘Transportation Club 
of Peoria, Ill., have been divided to provide for an elementary 
class and an advanced class. The elementary class will meet 
three times a month and the advanced class once a month. All 
sessions are to be held Monday evenings at the Peoria Asso- 
ciation of Commerce. The first session of the elementary class 
will be October 7. The following will be instructors: W. V. 
Wheat, traffic manager, Peoria Board of Trade; Peter J. Naugh- 
ton, traffic manager, Peoria Association of Commerce; Wallace 
M. Snow, general agent, New York Central; L. A. Daley, traffic 
manager, Kroger Grocery and Baking Company, and J. D. Mc- 
Donald, joint agent, Western and Eastern Weighing and Inspec- 
tion Bureaus. The class will follow the outline recommended 
by the educational committee of the Associated Traffic Clubs of 
America. The advanced class will conduct its sessions as round 
table discussions of transportation subjects introduced and out- 
lined by discussion leaders. 





The Tri-State Traffic Club, Joplin, Mo., has ratified the 
resolutions opposing government ownership of the railroads 
adopted at the Birmingham meeting of the Associated Traffic 
Clubs of America. 





The Women’s Traffic Club of Los Angeles held a meeting 
at the Los Angeles Transportation Club, September 25. Miss 
Jean Gould, who just returned from a trip around the world, 
spoke on her collection of dolls, and Major O. J. Todd, chief 
engineer, China International Famine Relief Commission, spoke 
on engineering projects in China. 





The first fall meeting of the Reading, Pa., Traffic Club will 
be held at the Abraham Lincoln Hotel, October 29. The club 
held its annual clam bake at Eagles Mountain Home, Septem- 
ber 14. 





The following have been appointed to represent their respec- 
tive clubs at the meeting of the Associated Traffic Clubs of 
America in Indianapolis, October 15 and 16: Cincinnati Traffic 
Club, delegates, O. R. Davies, assistant general freight agent, 
Erie: G. W. Arnold, district freight agent, Baltimore and Ohio; 
H. W. Dunbar, assistant traffic manager, Eagle Picher Lead 
Company; J. J. Fahey, district freight agent, C. C. C. and St. L.; 
W. H. Dunaway, assistant traffic manager, Philip Carey Manu- 
facturing Company; W. Willey, traffic department, Procter and 
Gamble Company; alternates, C. Bar, assistant traffic manager, 
Crosley Radio Corporation; R. A. Ellison, traffic manager, 
Service Bureau Company; F. E. Luebbe, traffic manager, Kroger 
Grocery and Baking Company; Traffic Club of Dallas, Lamar 
Land. Traffic Club of Chicago, Walter Bockstahler, vice-presi- 
dent, Transportation Association Of America; W. C. Douglas, 
assistant general freight traffic manager, New York Central; 
Gail R. Gordon, traffic manager, Container Corporation of Amer- 
ica; D. P. Grier, general western agent, Seaboard Air Line; 
E. G. Gustafson, assistant general freight agent, C. M. St. P. 
and P.; E. R. Gustafson, assistant traffic manager, Universal 
Atlas Cement Company; W. Haywood, freight traffic manager, 
Illinois Central; H. A. Palmer, editor and manager, The Traffic 
World; J. T. Roth, assistant traffic manager, United States Pipe 
and Foundry Company; W. F. Schulten, traffic manager, Chicago 
District Electric Generating Corporation; A. H. Schwietert, act- 
ing traffic director, Chicago Association of Commerce; T. J. 
Shea, assistant general freight agent, Great Northern; L. C. 
Sorrell, Railway Business Association; Luther M. Walter, at- 
torney; W. Y. Wildman, manager, Illinois Coal Traffic Bureau; 
Women’s Traffic Club of Greater New York, Dorothy R. Lewis, 
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Roofings, Incorporated; Jean Steinfeld, American Safety Razor 
Corporation; Isabel M. Bolton, Erie Railroad. 





R. S. Henry, assistant to the president, Association of 
American Railroads, Washington, D. C., will speak on ‘Public 
Policies and Transportation Costs,” at a dinner meeting of the 
Women’s Traffic and Transportation Club of Baltimore at the 
Elks’ Club, October 9. The club will go on an industrial tour 
of the William E. Hooper and Sons Company cotton mills, Octo- 
ber 2. Other events on the club program include a campfire out- 
ing for October 12, and card parties for November 21 and 
December 5. 





The bowling league of the Traffic Club of Rochester, N. Y., 
was organized September 19. Ralph D. Hagerman, Baltimore 
and Ohio, was elected president; Stanish Favour, Eastman 
Kodak Company, vice-president, and Edward Wegryn, Lehigh 
Valley, secretary. The league plans to have eight teams. A 
“try-out” night was held September 26 at the Genesee alleys. 





The Tri-State Traffic Club will hold a dinner meeting at 
the Hotel Miami, Miami, Okla., October 3. W. E. Fuller, as- 
sistant to the vice-president in charge of traffic, C. B. and Q., 
Chicago, will be the speaker. H. B. Cobban will be toastmaster. 
A golf tournament will be held that day at the Rockdale Country 
Club, and after the meeting members will attend a showing of 
the film, “The Silver Streak,” at the Coleman Theater. 





Personal Notes 





E. J. Eldridge has been appointed director of purchases for 
the Truscon Steel Company, Youngstown, O., in addition to his 
position as general traffic manager. C. P. Fairbanks has been 
appointed assistant general traffic manager. 


W. W. Atterbury, former president of the Pennsylvania Rail- 
road, died at his home in Bryn Mawr, Pa., September 20. 

W. W. Elliott, general agent, Chicago, Burlington and Quincy, 
at Los Angeles, retired October 1. He was succeeded by J. L. 
Dee, formerly commercial agent at Los Angeles. Mr. Dee’s for- 
mer position has been filled by the appointment of C. W. Hoeff- 
ner. 


J. R. Downes, vice-president, operations and maintenance 
department, Association of American. Railroads, has resigned 
from that position and will return to the Pennsylvania Railroad 
as assistant to the president on October 1. Before going with 
the A. A. R., Mr. Downes was chief of transportation for the 
Pennsylvania. J. M. Symes, chief of freight transportation, 
Pennsylvania, will succeed Mr. Downes as vice-president of the 
A. A. R. John C. Rill, general manager for the Pennsylvania 
at Chicago, will become chief of freight transportation, at Phila- 
delphia. W. D. Wiggins, chief engineer of the central region, at 
Pittsburgh, has been appointed acting chief engineer of the 
Pennsylvania system, while T. J. Skillman, chief engineer, is 
on leave of absence due to ill health. W. B. Wood has been 
appointed acting chief engineer of the central region. 


Joseph J. Miller has been appointed traffic manager of H. A. 
Gogarty, Inc., export shippers and custom brokers, New York. 

Patrick J. Coleman, district manager of the car service divi- 
sion of the Association of American Railroads, at St. Paul, Minn., 
died suddenly September 26. 


Herbert Fitzpatrick has been elected vice-president in 
charge of the law department of the Chesapeake and Ohio, at 
Cleveland, O. Robert B. Tunstall has been appointed, general 
counsel at Cleveland and Richmond, Va., and S. L.\Merriam\has 
been appointed general counsel at Cleveland and Detroit, Mich. 

——— } 1 
| 
NEW COMPLAINTS FILED | 
(Continued from page 517) 


No. 27142, Port Orford Cedar Products Co. et al., Los Angeles, Calif., 
vs. Akron & Barberton Belt et al. 

Rates, untreated cedar battery separator stock, points in Ore., 
to destinations in IIll., Ind., Mich., N. Y., O., Pa., and Wis. in 
violation of section 6. Ask reparation. (B. H. Carmichael, prac- 
titioner, F. W. Turcotte, Atty., 1004 Builders Exchange Bldg., 
656 South Los Angeles St., Los Angeles, Calif.) 

No. 27144, Heller Brothers Co., Newcomerstown, O., vs. C. B. & Q. 


| 


et al. 
Rates, sand, Ottawa, Ill., to Newcomerstown, O., in violation 
of section 1. (Leo Tessler, practitioner, 1148 


Asks reparation. 
Manor Ave., New York, N. Y.) 
No. 27145, LaBoiteaux Co., Cincinnati, O., 

Rates, pulpboard, West Point, Va., 


vs. Batimore & Ohio et al. 
to destinations in central 


freight association territory in violation of sections 1 and 6. Asks 
reparation. 


(H. A. Biedenharn, T. M., Cincinnati, O.) 
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Docket of the Commission 





NOTE—IiItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The, Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


corner 30—Cincinnati, O.—Netherland Plaza Hotel—Examiner 


e. . Robinson & Co. et al. vs. N. Y. C. & St. L. et al. 


nag = 30—Roanoke, Va.—Hotel Patrick Henry—Examiner Mc- 
hord: 
26644—Southwest Virginia Lime Producers Assn. vs. A. & R. et al. 


nee yy 30—New Orleans, La.—St. Charles Hotel—Examiner A. 
agerty: 
Fourth cee Application Nos. 15301 and 15311—Cotton to New 
England ports. 
~~ 30—Cleveland, O.—Hotel piggee— Sao Taylor: 
1. & S. 4121—Sludge acid between C. F. A. and T. L. points. 


September 30—Washington, D. C.—Examiner Way 
1. & S. 4074—Ocean-rail rates to western points’ through Va. ports. 
Fourth Section Application No. 15832. 
October 1—Cleveland, O.—Hotel “hoa ye Taylor: 
26966—General Dry Batteries, Inc., vs. C. & E. I. et al. 


October 1—Norfolk, Va.—Monticello Hotel—Examiner Russell Brown: 
23818—State Corporation Commission of Va. vs. Pennsylvania et al. 
ww eo Shippers’ Association, Inc., et al. vs. N. S. R. R. 

o. eta 
25441—Carolina Shippers’ Association, Inc., et al. vs. 2. Cc. i. et al. 
256965—Carolina Shippers’ Association, Inc., et al. vs. Cc. L. et al. 
26989—Carolina Shippers’ Association, Inc., et al. vs. oS et al. 
Fourth Section Application 15908—Vegetables—Southern Virginia 
to official territory. 
ve Shippers’ Association, Inc., et al. vs. Norfolk South- 
ern et @ 
27023—Carolina Shippers’ Association, Inc., et al. vs. Atlantic Coast 
Line et al. 
October 1—Washington, D. C.—Examiner H. C. Lawton: 
Fourth Section Application No. 15964—Grain and grain products to 
T. L. and New England territories. 
ee" 1—Washington, D. C.—Argument: 
- & S. No, 4109—Live stock loaded and unloaded at Chicago. 


eames 2—Cleveland, O.—Statler + Teor Fuller: 

27031—Babcock & Wilcox Co. vs. = z 0. e 

23226—Ayers Mineral Co. et al. vs. A. C. Py a et al. 

26999—Mullins Mfg. Corp. et al. 4 B. & O. et al. 

27121—Ohio Steel Foundry Co. vs. C. B. & Q. et al. 

27117—Cleveland Cooperative Stove Co. vs. C. B. & Q. et al. 
October 2—Washington, D. C.—Argument: 

27050—Emergency freight charges within Kansas. 

17000, part 8—Rate structure investigation, cottonseed, 

and related articles. 
1. “@ S. 4069—Routing via Q. A. & P. Co. 
27025—Emergency Freight Charges RR4 “Oklahoma. 
October 3—Washington, D. C.—Examiner Curtis: 

I. & S. No. 4135—Switching charges at Harrisonburg, Va. 
October 3—Buffalo, N. Y.—Hotel Buffalo—Examiner Taylor: 

» # a No. 4129—Commodities in mixed carloads from Buafflo, 
October 3—Washington, D. C.—Examiner P. Coyle: 

Fourth Section Appl. No. 16011—Bituminous coal, C. L., from pts. 

J nn AE other related origin district—Filed by the N. 

Fourth Section Appl. No. 16023—Bituminous coal, C. L., from pts. in 
the Clearfield, Cumberland-Piedmont, Meyersdale and other re- 
lated origins—Filed by the N. Y. N. "H. & H. 
October 3—New Orleans—Hotel St. Charles—Examiner Hagerty: 
27127—_Emergency freight charges within Louisiana. 
October 3—Washington, D. C.—Examiner T. F. Sullivan: 

Finance No. 10916—Application Baltimore & Ohio Railroad Co. for 
authority to construct or reconstruct a line of railroad from Fort 
George G. Mead Junction to Odenton, Md. 

October 3 and 4—Oral argument—Washington, D. C.: 

26575—Georgia Passenger fares. 

26550—Passenger fares and surcharges. 

October 4—Wheeling, W. Va.—U. S. Court Room—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 

October 4—Wenatchee, Wash.—Federal te Toes Weems: 
1. & S. 4126—Transcontinental traffic routed via Bieber, Calif. 

October 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Fuller: 
18718—American Window Glass Co. vs. B. & O. et al. 

October 7—Boise, Ida.—Boise Hotel—Examiner Weems: 
27130—Emergency Freight Charges within Idaho. 


October 7—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Hagerty: 
26992—Emergency Freight Charges within Georgia. 

October 8—Washington, D. C.—Examiner T. F. Sullivan: 

* Finance 10963—Joint application of the Monongahela West Penn 
Public Service Co. and Kanawha Traction & Electric Co. for au- 
thority to merge their properties. 


Cutiper 9—Harrisburg, Pa.—Public Service Com. Bldg.—Examiner 


Fuller: 

ee " outhern Pennsylvania Anthracite Co. vs. C. R. R. of N. J. 
et al. 

25813—Corning Glass Works vs. Pennsylvania et al. 

26840—Corning Glass Works, Inc., vs. B. & O. et al. 

October 9—Chicago, Ill.—Hotel Sherman—Examiner Hoy: 

26763—Morton Sait Co. vs. A. & R. et al. 

26796—American Salt Corp. et al. vs. A. & R. et al. 

26974—Diamond Crystal Salt Co. vs. A. & W. et al. 

26975—Colonial Salt Co. vs. A. & W. et al. 


its products 
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26976—Union Salt Co. vs. A. & W. et al. 
27043—Ohio Salt Co. vs. A. & W. et al. 
Ln Sh meni g Salt Co. vs Ann Arbor et al. 
14025—Crystal Salt Co. vs. D. L. & W. et al. 
14157—Colonial Salt Co. et al. vs. C. & E. et al. 
14250—Diamond Crystal Salt Co. et al. vs. A. & R. et al. 
13181—Burlington Shippers’ Assn. et al. vs. - Cc. & Y. et al. 
i. & S. 1624—Salt from C. F. A. to W. T. L. destinations and bet. 
pts. in C. F. A. territory. 
1. & S. 1849—C. L. minimum weight on salt. 
1. & S. 1887—C. L. minimum weight on salt (2). 
- & S. 1909—C. L. minimum weight on salt (3). 
*l. & S. 1935—C. L. minimum weight on salt (4). 
1. & S. 1959—C. L. minimum weight on salt (5). 
1. & S. 2010—C. L. minimum weight on salt (6). 
October 9—Washington, D. C.—Argument: 
25413—Skelly Oil Co. vs. A. & S. et al. 
October 10—Washington, D. C.—Argument: 
— os. Excelsior & Fuel Co., Ltd., vs. Southern Railway 
o. et al. 
26285—Thomas Kerry Co., Inc., et al. vs. N. Y. O. & W. et al. 


October 10—Salt Lake City, Utah—Hotel Utah—Examiner Weems: 
* 27138—Emergency freight charges within Utah. 


October 11—Washington, D. C.—Argument: 
24486, —— No. 1—Galesburg Horse & Mule Co., 
=. S. B. et al. 
26980“ Georsia Fertilizer and materials rates. 


October 11—St. Paul, Minn.—St. Paul Hotel—Examiner Disque: 
* 27123—Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 


October 14—Billings, Mont.—Federal Bldg.—Examiner Disque: 
* 26871—Independent Refining Co. et al. vs. C. B. & Q. et al. 


oe Sow York—Hotel Pennsylvania—Examiner Bardwell and 
asham: 
* 26860, Albany Port District Comm. vs. A. & W. et al. 


Comer 14—Rochester, N. Y.—Chamber of Commerce—Examiner Ful- 
er: 


26850—R. T. French Co. vs. B. & O. et al. 
October 14—Denver, Colo.—State Commission 
Weems: 
1. & S. 4120—Loading and unloading charges on livestock. 
October 15—Chicago, Ill.—Hotel Sherman—Examiner Steer: 
Raliway labor act No, 7—Chicago, N. S. & Milwaukee R. R. Co. 
October 15—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main. 
tain rates on coke, coke breeze, dust and screenings from sa 
potter points in Cc. F. A, LF. A. W. T. L,, Sou., and T. L. 
erritories. 


October 15—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry: 
1. & S. 4114 and ist sup. order—Seeds in Western territory. 
October 16—Washington, D. C.—Examiner Molster: 
Finance No. 10938—A pplication of Union Pacific Railroad Co. for 
authority to acquire the properties or stock control of the Laramie, 
North Park & Western Railroad Co. 
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that makes the price seem trifling. 


Inc., et al. vs. A. 


Rooms—Examiner 


Write for Particulars | 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 




















September 28, 1935 




















Route your shipments to and from_the 
Orient via AMERICAN MAIL LINE. 
President Liners, traveling over the short, 
fast route to and from the Orient, save you 
time, money and interest costs. A President 
Liner sails from Seattle every other Satur- 
day; one arrives in Seattle from the Orient 
every other Tuesday, on schedules regular as 

clockwork. 


A fleet of express cargo liners with regular 
frequent sailings to Japan, China, Hongkong 
and the Philippines augments this service. Ship 
via Seattle on American Mail Line ships. 
























For information, apply desk No. 6 


















21 West Street......-ceeeeeeees New York 

1714 Dime Bank Bldg...........-- Detroit 

110 So. Dearborn St...........--- Chicago 

Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 

74@ Stuart Building.............---. Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 









SHIP THROUGH 


WILMINGION 


on the Delaware 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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MooREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA and BALTIMORE to MOBILE 
From NEW ORLEANS to TAMPA, PHILADELPHIA, 

BALTIMORE, NEW BEDFORD and BOSTON 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 
From TAMPA to PHILADELPHIA end BOSTON 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 
NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg. 


BALTIMORE. Seaboard Bidg NEW ORLEANS, Whitney Bank Bidg. 
BOSTON, 75 State Street TAMPA, 12 E. vette St. 


5 
CHICAGO, 503 Marquette Bids. DETROIT, 556 Book Bids. 
BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver Bids. 
ST. LOUIS, Railway Exchange Bidg. ROCHESTER, 1408 Temple ‘ 
MEMPHIS, Cotton Exchange Bidg. HOUSTON, State National Bank Bidg. 
CORPUS CHRISTI, Nixon Bidg. MOBILE, Merchants Bank Bids. 
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PORT HOUSTON 


CONTINUES TO ESTABLISH NEW RECORD 


Figures such as these confirm the fact that more and more shippers are 
realizing the advantages of competitive services offered here, as the Public 
and Private Terminals are not under one management. 





12,003,497 


13,919,317 
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1915 
1,656,347 Tons handled 


1918 
2,388,066 
1921 
2,828,460 
1923 
4,795,324 


1925 


9,747,122 


1927 
1929 


1931 


13,977,140 


1933 


16,929,771 


1934 


18,516,318 


8 MONTHS 1935 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York, Philadelphia, 
News, Savannah, Jacksonville, Cristoba 


Newport 


San Diego, Los Angeles, San Francisco 
Port! 


QUAKER LINE 


and 


and 


land, Seattle and T 


12,844,670 Tons 


J. Russell Wait 
Director of the Port 














Baltimore, = 


, Oakland, Stockton, Sacramento, 
acoma 


DAWNIC STEAMSHIP CORP. 


Albany—D & H Buildi 
Philedelphie—The Bourse 


General Eastern Agents 
17 Battery Place, New York: 


Chicago—327 S, 
Pi h—Gulf Bidg. 


Norfolk—111 E. Plume Street 


Baltimore—Keyser Building 
33 Broad Street 


Savannah—Cotton Exchange d ig. 


7 S. LaSalle St. 


Jacksonville—P. O. Box 1866 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


?:CROOKS TERMINAL WAREHOUSES: 


= Storage and Distributing of Merchandise of Every Description H 


wT 


Bind your TRAFFIC WORLD 
into a permanent book 
making it a valuable 
reference 


Fine, heavy, waterproof 
buckram 


$2.25 per Volume 


BOOK SHOP BINDERY 
Official Binders 


350-354 W. Erie St., Chicago, Ill. 


NEW CANADIAN 
now EAry INV OICES 


We carry a COMPLETE LINE of 
FOREIGN and DOMESTIC TRAFFIC FORMS 


Write for free descriptive circular. 


HORDER’S, Inc. 


Stores All Over the Loop, Chicago 
General Offices: 231 S. Jefferson St., Chicago—Tel. FRAnklin 6760 


Southern Steamship Semen | | 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston .............. Thursdays 
From Houston to Philadelphia . Mondays and tes 
From Houston to Norfolk ............... Mondays 





Low Rates Quick Dispatch Thru Package Cars 
GENERAL OFFICES: 


1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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October 16—Washington, D. C.—Argument: 
26523—-Swift & Co. vs. Union Pacific et al. and Sub. No. 1. 
26639—Cudahy Packing Co. et al. vs. A. T. & S. F. et al. 
26757—Seymour Packing Co. vs. A. T. wr N. et al. 
26599—-Standard Oil Co. (Ky.) et al. vs. G. S. et al. 
26643—Mexican Petroleum Corp. of La., The. et al. vs. A. G. & § 

et al. 

26635—Texas Co. vs. C. & G. Ry. et al. 
26669—Gulf Refining Co. vs. C. & G. et al. 
26684—-Sinclair Refining Co. vs. A. G. S. et al. 
26773—Lion Oil Refining Co. et al. vs. A. G. & S. et al. 


October 17—Boston, Mass.—Hotel Lenox—Examiner Fuller: 
26978 and Sub, Nos. 1, 2 and 3—Sessions Foundry Co. vs. N. Y_N,. 
H. & H. et al. 
27010 and Sub. No. 1—Whitin Machine Works vs. Same. 
21136—Manufacturers’ Foundry Co. et al. vs. N. Y. N. H. & H. et aj, 
21396—Waterbury Ferrel Foundry & Machine Co. vs. B. 
21383—Manufacturers’ Foundry Co. et al. vs. Pennsylvania et al. 


October 17—Washington, D. C.—Argument: 
26530—Ace Petroleum Co. et al. vs. A. T. & S. F. et al. 
26642—Colorado Milling & Elevator Co. vs. A. T. & S. F. et al. 
Finance No. 10055—St. Louis-Kansas City Short Line Railroad Co. 


October 17—Washington, D. C.—Examiner Burslem: 

* 27134—Application of Texas & New Orleans Railroad Co. and St. 
Louis Southwestern Railway Co. of Texas for authority to ex- 
ecute a certain joint average demurrage agreement. 


October 18—Helena, Mont.—U. S. Court Rooms—Examiner Disque: 
* 23640—Rates on petroleum and petroleum products within the 
state of Montana. (Further hearing). 


October 18—Washington, D. C.—Argument: 
26667—Schreiber Milling & Grain Co. vs. C. G. W. 
26774—-McKesson-Stewart-Holmes Drug Co. vs. G. N. et al. 
26784—Keith, Simmons Co., Inc., vs. L. & N. et al. 

* Finance 10792—Chicago, Burlington & Quincy Railroad Co. 
donment. 

* Finance 10798—Joint application of A. T. & S. F. and K. S. W. for 
a certificate of public convenience and necessity permitting 
abandonment of line of railroad extending from Arkansas City 
to South Haven, Kan. 


aban- 


ATTORNEYSJAT LAW | 


HARRY C. AMES 


ATTORNEY AT LAW 


% 


Practicing Successor to Keene & Ames 
Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


INTERSTATE 
COMMERCE 
COMMISSION 


| TRAFFIC MANAGERS. 











T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
ae ye Commerce 


815 Mills Bldg. 


WASHINGTON, D. C. Specialists 





HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 


Valuation 
— 


to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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George W. White began his busi- 
ness career in Pittsburgh as 
Telegraph Messenger Boy for 
Pennsylvania Railroad, advancing 
to the Freight Claim and Car 
Service Department. In 1916 he 
resigned to go with Lent Traffic 
Company of Pittsburgh, and in 
1920 formed a partnership with 
Charles Donley, Traffic Coun- 
selor, of Pittsburgh. In August, 
1921, he joined American-Hawai- 
ian, serving as Pittsburgh Dis- 
trict Manager from 1923 to 1930, 
when he became Baltimore Dis- 
trict Manager of Williams Steam- 
ship Corporation, wholly-owned 
subsidiary of American-Hawaiian. 
In May, 1935, he was appointed 
District Manager at Philadelphia. 
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PHILADELPHIA 


Philadelphia proudly combines past achievement with present ac- 
complishment. Its place in the annals of America is secure: Independence 
Hall, where the Declaration of Independence and the Constitution were 
signed, and home of the Liberty Bell; Carpenter's Hall, meeting-place of 
the First Continental Congress; Betsy Ross’ House, where the American 
Flag was made—these are some of its many stout links with the past. 
Its present rests on foundations no less stable. With notable cultural and 
artistic development, material progress has kept pace. Leadership in the 
production of steel ships, street cars, hardware, storage batteries, radios, 
leather, textiles, cigars, dental instruments, talking machines, carpets, hos- 
iery and felt hats, makes it one of the foremost industrial cities in the world. 


MERICAN-HAWAIIAN 
TEAMSHIP COMPANY 


SUPERIOR COAST-TO-COAST SERVICE 
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Precision Transportation is the direct, fast merchandise freight route 
between the Midwest and the Virginias and Carolinas, and between 


the North and the South. 
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